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FIG. 3

ACCELERATION SUPPRESSION
CONTROL COMPUTING UNIT
34
\/\
ACCELERATION SUPPRESSION ACTIVATION
CONDITION DETERMINATION UNIT
36
\/\

PARKING FRAME CERTAINTY
DEGREE CALCULATION UNIT

38

PARKING FRAME ENTERING CERTAINTY

DEGREE CALCULATION UNIT

40
TOTAL CERTAINTY DEGREE

CALCULATION UNIT
42
ACCELERATION SUPPRESSION CONTROL
START TIMING COMPUTING UNIT
44
ACCELERATION SUPPRESSION CONTROL

AMOUNT COMPUTING UNIT




US 9,457,806 B2

Sheet 4 of 20

Oct. 4, 2016

U.S. Patent

.

dv 914 ov 914 zw RIE Wy 914

/

914 M 914 M old  1v 914 Hy 914 9y 9I4

4

i 914 v Hld ar 914 O¥BId Gy 9HId Vb 9l



U.S. Patent

Oct. 4, 2016

Sheet 5 of 20

FIG. 5

START

US 9,457,806 B2

VEHICLE SURROUNDING IMAGE
ACQUISITION PROCESSING

-~ S100

V!

No ~"PARKING FRAME PRESENCE/ABSENCE

DETERMINATION PROCESSING
Yes

$102

VEHICLE SPEED INFORMATION
ACQUISITION PROCESSING

I~ 5104

\!

VEHICLE SPEED CONDITION

No

DETERMINATION PROCESSING
Yes

S106

BRAKE PEDAL MANIPULATION AMOUNT
INFORMATION ACQUISITION PROCESSING

I~ 5108

\

Yeg BRAKE PEDAL MANIPULATION

\ DETERMINATION PROCESSING
No

>/SHO

ACCELERATOR PEDAL MANIPULATION
AMOUNT INFORMATION
ACQUISITION PROCESSING

—~ 5112

V2

No / ACCELERATOR PEDAL OPERATION

\ DETERMINATION PROCESSING
Yes

>S114

PARKING FRAME ENTERING
DETERMINATION INFORMATION
ACQUISITION PROCESSING

—~— 5116

\!

PARKING FRAME ENTERING

No

DETERMINATION PROCESSING
Yes

5118

ACCELERATION SUPPRESSION
ACTIVATION CONDITION
IS UNSATISFIED

I~ §120 ACCELERATION SUPPRESSICN

ACTIVATION CONDITION

IS SATISFIED

I~ 5122

ACCELERATION SUPPRESSION
ACTIVATION CONDITION
DETERMINATION RESULT QUTPUT

~— 5124

RETURN



HAIE._T m_/ \\r\\ N\ A

_

<-u -

FIG. 6
F1G. 6B
FI1G. 6C




U.S. Patent Oct. 4, 2016 Sheet 7 of 20 US 9,457,806 B2




U.S. Patent Oct. 4, 2016 Sheet 8 of 20

FIG. 8

LEVELO

S200

$202

SURROUNDING IMAGE
ACQUISITION

5204

it

DETERMINATION FACTOR
EXTRACTION

52086

PARKING FRAME No
CONDITION IS
SATISFIED?

Yes

$208

CONTINUOUS No

VERIFICATION
SATISFIED?

v

US 9,457,806 B2

Yes 5210 —7

$212

LEVEL 1

FAR AND NEAR END No

POINTS FACING EACH
OTHER SATISFIED?

\’

/NN

Yes S214—"

LEVEL 2

S216

BOTH END POINTS No

FACING EACH OTHER
SATISFIED?

v

/N

Yoo $218—"]

5220

LEVEL 3

LEVEL4

I

END



U.S. Patent Oct. 4, 2016 Sheet 9 of 20 US 9,457,806 B2
Uy I
FI1G. 9A
WL
Clrc Clrc
La PE
| ; L\/Lb /\/
i
FIG. 9B j
i
!
!—9 a b.JI
C:I_a C;I_b
L /\/Lb /\/PE
N
FIG. 9C -
\Gp
La - . Lb
\/‘ ,\/ /\/PE
FIG. 9D
WO W1




US 9,457,806 B2

Sheet 10 of 20

Oct. 4, 2016

U.S. Patent

440
ALVLS NOILYOIdE3A

NO

0l 914

(wio

JONVLSIA TIAVHL TYNLHIA

~~ JONVLSIA 13AVYL G3NIJEa34d




U.S. Patent

START

3300

Oct. 4, 2016

Sheet 11 of 20 US 9,457,806 B2

FIG. 11
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VEHICULAR ACCELERATION
SUPPRESSION DEVICE AND VEHICULAR
ACCELERATION SUPPRESSION METHOD

CROSS REFERENCE TO RELATED
APPLICATION

The present application claims priority to Japanese Patent
Application No. 2012-259210, filed Nov. 27, 2012, incor-
porated herein in its entirety.

TECHNICAL FIELD

This disclosure relates to a technology for suppressing
acceleration of a vehicle in order to support driving at the
time of parking.

BACKGROUND

As a technology for controlling a speed of a vehicle such
as a car, for example, a safety device described in IP
2003-137001 A is known.

The safety device described in JP 2003-137001 A detects
that the current position of the vehicle is a position which
departs from a road (public road) on the basis of a map data
of a navigation device and information indicative of the
current position of the vehicle. In addition to this, when it is
determined that an accelerator is manipulated so as to
increase a driving speed of the vehicle and that the driving
speed of the vehicle is higher than a predetermined value,
the throttle is controlled so as to decrease the driving speed
regardless of the manipulation of the accelerator by the
driver.

The technology described in JP 2003-137001 A intends to
prevent the acceleration of the vehicle which the driver does
not intend, even if the accelerator is erroneously manipu-
lated. Therefore, a technical problem is a determination of
whether or not the manipulation of the accelerator is the
erroneous manipulation. Then, JP 2003-137001 A uses a
condition on whether or not the vehicle is located at a
position which departs from the road, and a condition on
whether or not the accelerator is manipulated when the
driving speed of the vehicle is detected as being higher than
the predetermined value, as a condition for determining
whether or not the accelerator may have been erroneously
manipulated.

However, when the above-mentioned determination con-
dition is used, a throttle of a vehicle which enters a parking
space from a road is controlled so as to decrease the vehicle
speed depending thereon. Therefore, there may occur a
problem of spoiling a drive performance in driving when
moving to the vicinity of a parking frame in a parking space
or the like.

SUMMARY

The present disclosure has been made in view of the
above-mentioned problem, and has an object to provide a
vehicular acceleration suppression device and a vehicular
acceleration suppression method capable of suppressing the
degradation in the drive performance at the time of parking,
and of suppressing the acceleration when the accelerator is
erroneously manipulated.

In order to solve the above-mentioned problem, according
to an aspect of the present disclosure, a travel direction of a
vehicle is detected, and a parking frame certainty degree
indicative of a degree of certainty about a presence of a
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parking frame in the travel direction of the vehicle on the
basis of a surrounding environment of the vehicle. Then,
acceleration of the vehicle is suppressed in a lower suppres-
sion degree, as a vehicle speed of the vehicle which has been
detected is higher.

BRIEF DESCRIPTION OF THE DRAWINGS

FIG. 1 is a conceptual diagram illustrating a configuration
of a vehicle including a vehicular acceleration suppression
device according to the first embodiment of the present
disclosure;

FIG. 2 is a block diagram illustrating a schematic con-
figuration of a vehicular acceleration suppression device
according to the first embodiment of the present disclosure;

FIG. 3 is a block diagram illustrating a configuration of an
acceleration suppression control computing unit;

FIGS. 4A to 4P are views illustrating patterns of parking
frames for which a parking frame certainty degree calcula-
tion unit calculates a parking frame certainty degree;

FIG. 5 is a flowchart illustrating processing by an accel-
eration suppression activation condition determination unit
of determining whether or not an acceleration suppression
activation condition is satisfied;

FIGS. 6A to 6C are schematic diagrams schematically
illustrating a recognition method of a parking frame line by
edge detection;

FIG. 7 is a view illustrating the vehicle, a parking frame,
and a distance between the vehicle and the parking frame;

FIG. 8 is a flowchart illustrating processing by a parking
frame certainty degree calculation unit of calculating a
parking frame certainty degree;

FIGS. 9A to 9D are views illustrating processing per-
formed by a parking frame certainty degree calculation unit;

FIG. 10 is a view illustrating processing performed by a
parking frame certainty degree calculation unit;

FIG. 11 is a flowchart illustrating processing by a parking
frame entering certainty degree calculation unit of calculat-
ing a parking frame entering certainty degree;

FIG. 12 is a view illustrating processing of detecting a
deviation amount between a rear wheel anticipated track of
a vehicle and a parking frame;

FIG. 13 is a view illustrating a total certainty degree
calculation map;

FIG. 14 is a view illustrating an acceleration suppression
condition computing map;

FIG. 15 is a flowchart illustrating processing performed
by an acceleration suppression command value computing
unit;

FIG. 16 is a flowchart illustrating processing performed
by a target throttle opening degree computing unit;

FIG. 17 is a view illustrating a modification of the first
embodiment of the present disclosure;

FIG. 18 is a view illustrating a modification of the first
embodiment of the present disclosure;

FIG. 19 is a view illustrating a modification of the first
embodiment of the present disclosure;

FIG. 20 is a view illustrating a modification of the first
embodiment of the present disclosure;

FIG. 21 is a view illustrating a total certainty degree
calculation map used in the second embodiment of the
present disclosure;

FIG. 22 is a view illustrating an acceleration suppression
condition computing map for backward movement;

FIG. 23 is a view illustrating a modification of the second
embodiment of the present disclosure;
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FIG. 24 is a view illustrating a total certainty degree
calculation map used in the third embodiment of the present
disclosure;

FIG. 25 is a view illustrating a modification of the third
embodiment of the present disclosure; and

FIG. 26 is a view illustrating a map used in processing
performed by an acceleration suppression control computing
unit in the fourth embodiment of the present disclosure.

DETAILED DESCRIPTION OF THE
EMBODIMENTS

Hereinafter, embodiments of the present disclosure will
now be described with reference to the drawings.

First Embodiment

Firstly, a configuration of a vehicle including a vehicular
acceleration suppression device according to the present
embodiment will be described by using FIG. 1. FIG. 1 is a
conceptual diagram illustrating the configuration of the
vehicle including the vehicular acceleration suppression
device according to the present embodiment.

As illustrated in FIG. 1, the vehicle V includes wheels W
(a front right wheel WFR, a front left wheel WFL, a rear
right wheel WRR, and a rear left wheel WRL), a brake
device 2, a fluid pressure circuit 4, and a brake controller 6.
In addition to this, the vehicle V includes an engine 8 and an
engine controller 12.

The brake device 2 is configured with a wheel cylinder,
for example, and is provided for each wheel W. It is to be
noted that the brake device 2 is not limited to a device of
applying a brake force by a fluid pressure, and may be
configured with an electric brake device or the like. The fluid
pressure circuit 4 includes piping connected to the respective
brake devices 2.

The brake controller 6 is configured to control the brake
force generated at the respective brake devices 2 to be a
value corresponding to a brake force command value via the
fluid pressure circuit 4, on the basis of the brake force
command value received from a travel controller 10 which
is a higher controller. That is, the brake controller 6 config-
ures a deceleration control unit. It is to be noted that the
travel controller 10 will be described later. Thus, the brake
device 2, the fluid pressure circuit 4, and the brake controller
6 configure a brake device of generating a brake force.

The engine 8 configures a drive source of the vehicle V.
The engine controller 12 is configured to control a torque
(drive force) generated at the engine 8, on the basis of a
target throttle opening degree signal (acceleration command
value) received from the travel controller 10. That is, the
engine controller 12 configures an acceleration control unit.
It is to be noted that the target throttle opening degree signal
will be described later. Thus, the engine 8 and the engine
controller 12 configure a drive unit of generating the drive
force.

It is to be noted that the drive source of the vehicle V is
not limited to the engine 8, and may be configured with an
electric motor. Furthermore, the drive source of the vehicle
V may be configured by combining the engine 8 with the
electric motor.

Next, the schematic configuration of the vehicular accel-
eration suppression device 1 will be described by using FIG.
2 and referring to FIG. 1. FIG. 2 is a block diagram
illustrating the schematic configuration of the vehicular
acceleration suppression device 1 according to the present
embodiment.
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As illustrated in FIG. 1 and FIG. 2, the vehicular accel-
eration suppression device 1 includes a surrounding envi-
ronment recognition sensor 14, a wheel speed sensor 16, a
steering angle sensor 18, a shift position sensor 20, a brake
manipulation detection sensor 22, and an accelerator
manipulation detection sensor 24. In addition to this, the
vehicular acceleration suppression device 1 includes a navi-
gation device 26 and a travel controller 10.

The surrounding environment recognition sensor 14 is
configured to capture an image of surroundings of the
vehicle V, and to generate an information signal (hereinafter,
may be referred to as “individual image signal”) including
individual images corresponding to plural imaging direc-
tions on the basis of the respective images that has been
captured. Then, the individual image signal which has been
generated is output to the travel controller 10.

It is to be noted that, in the present embodiment, as an
example, a description will be given of a case where the
surrounding environment recognition sensor 14 is config-
ured with a front camera 14F, a right side camera 14SR, a
left side camera 14SL, and a rear camera 14R. Note that the
front camera 14F is configured to capture a frontward image
of the vehicle V in front-rear direction of the vehicle V, and
the right side camera 14SR is configured to capture a right
side image of the vehicle V. Furthermore, the left side
camera 14SL. is configured to capture a left side image of the
vehicle V, and the rear camera 14R is configured to capture
a rearward image of the vehicle V in the front-rear direction
of the vehicle V. The wheel speed sensor 16 is configured,
for example, with a pulse generator, such that a rotary
encoder of measuring a wheel speed pulse or the like.

Furthermore, the wheel speed sensor 16 is configured to
detect a rotation speed of each wheel W, and to output an
information signal (hereinafter, may be referred to as “wheel
speed signal”) including the rotation speed which has been
detected to the travel controller 10.

For example, the steering angle sensor 18 is provided at
a steering column (not illustrated) configured to rotatably
support a steering wheel 28.

Furthermore, the steering angle sensor 18 is configured to
detect a current steering angle which is a current rotation
angle (steering manipulation amount) of the steering wheel
28 which is a steering manipulation element. Then, the
steering angle sensor 18 is configured to output an informa-
tion signal (hereinafter, may be referred to as “current
steering angle signal”) including the current steering angle
which has been detected to the travel controller 10. It is to
be noted that the information signal including the turning
angle of turning wheels may be detected as information
indicative of a steering angle.

It is to be noted that the steering manipulation element is
not limited to the steering wheel 28 steered by a driver. For
example, it may be a lever manipulated to be inclined by a
driver’s hand. In this case, the inclination angle of the lever
from a neutral position is output as the information signal
corresponding to the current steering angle signal.

The shift position sensor 20 is configured to detect a
current position of a member, such as a shift knob, a shift
lever, or the like, configured to change the shift position (for
example, “P”, “D”, “R” or the like) of the vehicle V. Then,
the shift position sensor 20 is configured to output an
information signal (hereinafter, may be referred to as “shift
position signal”) including the current position which has
been detected to the travel controller 10.

The brake manipulation detection sensor 22 is configured
to detect an opening degree of a brake pedal 30 which is a
brake force instruction manipulation element. Then, the
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brake manipulation detection sensor 22 is configured to
output an information signal (hereinafter, may be referred to
as “brake opening degree signal”) including the opening
degree of the brake pedal 30 which has been detected to the
travel controller 10. Note that the brake force instruction
manipulation element can be manipulated by the driver of
the vehicle V, and is configured to instruct the brake force of
the vehicle V by a change in the opening degree. It is to be
noted that the brake force instruction manipulation element
is not limited to the brake pedal 30 to be pressed for
manipulation by the driver with a foot. For example, it may
be a lever manipulated by the driver’s hand.

The accelerator manipulation detection sensor 24 is con-
figured to detect the opening degree of an accelerator pedal
32 that is a drive force instruction manipulation element.
Then, the accelerator manipulation detection sensor 24 is
configured to output an information signal (hereinafter, may
be referred to as “accelerator opening degree signal™)
including the opening degree of the accelerator pedal 32
which has been detected to the travel controller 10.

Note that the drive force instruction manipulation element
can be manipulated by the driver of the vehicle V, and is
configured to indicate the drive force of the vehicle V by a
change in the opening degree. It is to be noted that the drive
force instruction manipulation element is not limited to the
accelerator pedal 32 to be pressed for manipulation by the
driver with the foot. For example, it may be a lever manipu-
lated by the driver’s hand.

The navigation device 26 includes a GPS (Global Posi-
tioning System) receiver, a map database, an information
presentation device including a display monitor, and the like,
and is configured to perform a route search, a route guid-
ance, and the like.

Furthermore, the navigation device 26 is capable of
acquiring road information such as a type, a width, and the
like of the road on which the vehicle V travels, on the basis
of' the current position of the vehicle V acquired by using the
GPS receiver and the road information stored in the map
database.

Furthermore, the navigation device 26 is configured to
output an information signal (hereinafter, may be referred to
as “‘vehicle position signal”) including the current position
of the vehicle V acquired by using the GPS receiver to the
travel controller 10. In addition to this, the navigation device
26 is configured to output an information signal (hereinafter,
may be referred to as “travel road information signal™)
including the type, the width, and the like of the road on
which the vehicle V travels to the travel controller 10.

The information presentation device is configured to
output warning or another presentation in a sound or image
in response to a control signal from the travel controller 10.
Furthermore, the information presentation device includes
for example, a speaker configured to provide information to
the driver in a buzzer or a sound, and a display unit
configured to provide information by presenting an image or
text. Furthermore, for example, a display monitor of the
navigation device 26 may be also used as the display unit.

The travel controller 10 is an electronic control unit
including a CPU (Central Processing Unit) and CPU periph-
eral components such as a ROM (Read Only Memory), a
RAM (Random Access Memory), and the like.

Furthermore, the travel controller 10 includes a parking
drive support unit configured to perform a drive support
processing for parking the vehicle.

The parking drive support unit of processing of the travel
controller 10 functionally includes, as illustrated in FIG. 2,
processing of a surrounding environment recognition infor-
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mation computing unit 10A, a vehicle speed computing unit
10B, a steering angle computing unit 10C, and a steering
angle speed computing unit 10D. In addition to this, the
parking drive support unit functionally includes processing
of a shift position computing unit 10E, a brake pedal
manipulation information computing unit 10F, an accelera-
tor manipulation amount computing unit 10G, an accelerator
manipulation speed computing unit 10H, and an acceleration
suppression control computing unit 10I. Furthermore, the
parking drive support unit functionally includes processing
of an acceleration suppression command value computing
unit 10J, and a target throttle opening degree computing unit
10K. These functions are configured with one or more
programs.

The surrounding environment recognition information
computing unit 10A is configured to create an image (bird’s-
eye view image) of surroundings of the vehicle V viewed
from above the vehicle V on the basis of the individual
image signal received from the surrounding environment
recognition sensor 14. Then, the surrounding environment
recognition information computing unit 10A is configured to
output an information signal (hereinafter, may be referred to
as “bird’s-eye view image signal”) including the bird’s-eye
view image which has been created to the acceleration
suppression control computing unit 101.

Note that the bird’s-eye view image is created, for
example, by synthesizing the images captured by the respec-
tive cameras (the front camera 14F, the right side camera
14SR, the left side camera 14SL, and the rear camera 14R).
Furthermore, a bird’s-eye view image includes, for example,
an image indicative of a road marking such as a line of a
parking frame (hereinafter, may be referred to as “parking
frame line”) displayed on a road surface.

The vehicle speed computing unit 10B is configured to
compute the speed (vehicle speed) of the vehicle V from the
rotation speed of the wheel W on the basis of the wheel
speed signal received from the wheel speed sensor 16. Then,
the vehicle speed computing unit 10B is configured to output
an information signal (hereinafter, may be referred to as
“vehicle speed computed value signal”) including the speed
which has been computed to the acceleration suppression
control computing unit 101.

The steering angle computing unit 10C is configured to
compute the manipulation amount (rotation angle) of the
steering wheel 28 from the neutral position on the basis of
the current steering angle signal received from the steering
angle sensor 18 from the current rotation angle of the
steering wheel 28. Then, the steering angle computing unit
10C is configured to output an information signal (herein-
after, may be referred to as “steering angle signal”) including
the manipulation amount from the neutral position which
has been computed to the acceleration suppression control
computing unit 101.

The steering angle speed computing unit 10D is config-
ured to perform differential processing on the current steer-
ing angle included in the steering angle signal received from
the steering angle sensor 18, and to compute the steering
angle speed of the steering wheel 28. Then, the steering
angle speed computing unit 10D is configured to output an
information signal (hereinafter, may be referred to as “steer-
ing angle speed signal”) including the steering angle speed
which has been computed to the acceleration suppression
control computing unit 101.

The shift position computing unit 10E is configured to
determine the current shift position on the basis of the shift
position signal received from the shift position sensor 20.
Then, the shift position computing unit 10E is configured to
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output an information signal (hereinafter, may be referred to
as “current shift position signal” including the current shift
position which has been computed to the acceleration sup-
pression control computing unit 101.

The brake pedal manipulation information computing unit
10F is configured to compute the pressed amount of the
brake pedal 30 with a reference state in which the pressed
amount is “0”, on the basis of the brake opening degree
signal which has been received from the brake manipulation
detection sensor 22. Then, the brake pedal manipulation
information computing unit 10F is configured to output an
information signal (hereinafter, may be referred to as “brake
side pressed amount signal”) including the pressed amount
of the brake pedal 30 which has been computed to the
acceleration suppression control computing unit 101.

The accelerator manipulation amount computing unit 10G
is configured to compute the pressed amount of the accel-
erator pedal 32 with a reference state in which the pressed
amount is “0”, on the basis of the accelerator opening degree
signal which has been received from the accelerator manipu-
lation detection sensor 24. Then, the accelerator manipula-
tion amount computing unit 10G is configured to output an
information signal (hereinafter, may be referred to as “drive
side pressed amount signal”) including the pressed amount
of the accelerator pedal 32 which has been computed to the
acceleration suppression control computing unit 101, the
acceleration suppression command value computing unit
10J, and the target throttle opening degree computing unit
10K.

The accelerator manipulation speed computing unit 10H
is configured to compute the manipulation speed of the
accelerator pedal 32, by performing differential processing
on the opening degree of the accelerator pedal 32 included
in the accelerator opening degree signal which has been
received from the accelerator manipulation detection sensor
24. Then, the accelerator manipulation speed computing unit
10H is configured to output an information signal (herein-
after, may be referred to as “accelerator manipulation speed
signal”) including the manipulation speed of the accelerator
pedal 32 which has been computed to the acceleration
suppression command value computing unit 10J.

The acceleration suppression control computing unit 101
is configured to receive inputs of the above-mentioned
various information signals (including the bird’s-eye view
image signal, the vehicle speed computed value signal, the
steering angle signal, the steering angle speed signal, the
current shift position signal, the brake side pressed amount
signal, the drive side pressed amount signal, the vehicle
position signal, and the travel road information signal).
Then, the acceleration suppression control computing unit
101 is configured to compute an acceleration suppression
activation condition determination result, an acceleration
suppression control start timing, and an acceleration sup-
pression control amount, to be described later, on the basis
of the various information signals that have been received.
Furthermore, the acceleration suppression control comput-
ing unit 101 is configured to output information signals
including these parameters which have been computed to the
acceleration suppression command value computing unit
10J.

It is to be noted that a detailed configuration of the
acceleration suppression control computing unit 101 and
processing performed by the acceleration suppression con-
trol computing unit 101 will be described later.

The acceleration suppression command value computing
unit 10J is configured to receive inputs of the drive side
pressed amount signal and the accelerator manipulation
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speed signal described above, and inputs of an acceleration
suppression activation condition determination result signal,
an acceleration suppression control start timing signal, and
an acceleration suppression control amount signal, to be
described later. Then, the acceleration suppression command
value computing unit 10J is configured to compute the
acceleration suppression command value which is a com-
mand value for suppressing the acceleration command value
which depends on the pressed amount (drive force manipu-
lation amount) of the accelerator pedal 32. Furthermore, the
acceleration suppression command value computing unit
10J is configured to output an information signal (hereinaf-
ter, may be referred to as “acceleration suppression com-
mand value signal”) including the acceleration suppression
command value which has been computed to the target
throttle opening degree computing unit 10K.

Furthermore, the acceleration suppression command
value computing unit 10J is configured to compute a normal
acceleration command value which is a command value for
use in normal acceleration control depending on the accel-
eration suppression activation condition determination result
signal which has been received. Furthermore, the accelera-
tion suppression command value computing unit 10J is
configured to output an information signal (hereinafter, may
be referred to as “normal acceleration command value
signal”) including the normal acceleration command value
which has been computed to the target throttle opening
degree computing unit 10K.

It is to be noted that the processing performed by the
acceleration suppression command value computing unit
10J will be described later.

The target throttle opening degree computing unit 10K is
configured to receive inputs of the drive side pressed amount
signal, and the acceleration suppression command value
signal or the normal acceleration command value signal.
Then, the target throttle opening degree computing unit 10K
is configured to compute the target throttle opening degree
which is the throttle opening degree depending on the
pressed amount of the accelerator pedal 32 or the accelera-
tion suppression command value, on the basis of the pressed
amount of the accelerator pedal 32, and the acceleration
suppression command value or the normal acceleration
command value. Furthermore, the target throttle opening
degree computing unit 10K is configured to output an
information signal (hereinafter, maybe referred to as “target
throttle opening degree signal”) including the target throttle
opening degree which has been computed to the engine
controller 12.

Furthermore, the target throttle opening degree computing
unit 10K is configured to output the target throttle opening
degree signal to the engine controller 12 on the basis of the
acceleration suppression control start timing, to be described
later, when the acceleration suppression command value
includes the acceleration suppression control start timing
command value to be described later. It is to be noted that
the processing performed by the target throttle opening
degree computing unit 10K will be described later.

(Configuration of Acceleration Suppression Control Com-
puting Unit 101)

Next, a detailed configuration of the acceleration suppres-
sion control computing unit 101 will be described, by using
FIG. 3 and FIGS. 4A to 4P, and referring to FIG. 1 and FIG.
2. FIG. 3 is a block diagram illustrating the configuration of
the acceleration suppression control computing unit 101.

As illustrated in FIG. 3, the acceleration suppression
control computing unit 101 includes an acceleration sup-
pression activation condition determination unit 34, a park-
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ing frame certainty degree calculation unit 36, a parking
frame entering certainty degree calculation unit 38, and a
total certainty degree calculation unit 40. In addition to this,
the acceleration suppression control computing unit 101
includes an acceleration suppression control start timing
computing unit 42, and an acceleration suppression control
amount computing unit 44.

The acceleration suppression activation condition deter-
mination unit 34 is configured to determine whether or not
a condition to activate acceleration suppression control is
satisfied, and to output an information signal (hereinafter,
may be referred to as “acceleration suppression activation
condition determination result signal”) including the deter-
mination result to the acceleration suppression command
value computing unit 10J. Note that the acceleration sup-
pression control means control to suppress an acceleration
command value to accelerate the vehicle V depending on the
pressed amount of the accelerator pedal 32.

It is to be noted that a description will be given later of the
processing by the acceleration suppression activation con-
dition determination unit 34 of determining whether or not
the condition to activate acceleration suppression control is
satisfied.

The parking frame certainty degree calculation unit 36 is
configured to calculate a parking frame certainty degree
indicative of a degree of certainty about a presence of a
parking frame in a travel direction of the vehicle V. Then, the
parking frame certainty degree calculation unit 36 is con-
figured to output an information signal (hereinafter, may be
referred to as “parking frame certainty degree signal™)
including the parking frame certainty degree which has been
calculated to the total certainty degree calculation unit 40.

Note that the parking frame certainty degree calculation
unit 36 is configured to calculate the parking frame certainty
degree by referring to various information included in the
bird’s-eye view image signal, the vehicle speed computed
value signal, the current shift position signal, the vehicle
position signal, and the travel road information signal.

Furthermore, there are plural patterns of the parking
frames for which the parking frame certainty degree calcu-
lation unit 36 calculates the certainty degree, as illustrated in
FIGS. 4A to 4P for example. It is to be noted that FIGS. 4A
to 4P are views illustrating the patterns of the parking frames
for which the parking frame certainty degree calculation unit
36 calculates the parking frame certainty degree. It is to be
noted that the processing of calculating the parking frame
certainty degree by the parking frame certainty degree
calculation unit 36 will be described later.

The parking frame entering certainty degree calculation
unit 38 is configure to calculate a parking frame entering
certainty degree indicative of the degree of certainty about
whether the vehicle V enters a parking frame. Then, the
parking frame entering certainty degree calculation unit 38
is configured to output an information signal (hereinafter,
may be referred to as “parking frame entering certainty
degree signal”) including the parking frame entering cer-
tainty degree which has been calculated to the total certainty
degree calculation unit 40.

Note that the parking frame entering certainty degree
calculation unit 38 is configured to calculate the parking
frame entering certainty degree by referring to various
information included in the bird’s-eye view image signal,
the vehicle speed computed value signal, the current shift
position signal, and the steering angle signal.
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It is to be noted that the processing of calculating the
parking frame entering certainty degree by the parking
frame entering certainty degree calculation unit 38 will be
described later.

The total certainty degree calculation unit 40 is configured
to receive inputs of the parking frame certainty degree signal
the parking frame entering certainty degree signal, and to
calculate the total certainty indicative of a total certainty
degree of the parking frame certainty degree and the parking
frame entering certainty degree. Then, the total certainty
degree calculation unit 40 is configured to output an infor-
mation signal (hereinafter, may be referred to as “total
certainty degree signal”) including the total certainty degree
which has been calculated to the acceleration suppression
control start timing computing unit 42 and the acceleration
suppression control amount computing unit 44.

It is to be noted that the processing of calculating the total
certainty degree by the total certainty degree calculation unit
40 will be described later.

The acceleration suppression control start timing comput-
ing unit 42 is configured to compute the acceleration sup-
pression control start timing which is a timing to start
acceleration suppression control. Then, the acceleration sup-
pression control start timing computing unit 42 is configured
to output an information signal (hereinafter, may be referred
to as “acceleration suppression control start timing signal”)
including the acceleration suppression control start timing
which has been computed to the acceleration suppression
command value computing unit 10J.

Note that the acceleration suppression control start timing
computing unit 42 is configured to compute the acceleration
suppression control start timing by referring to various
information included in the total certainty degree signal, the
brake side pressed amount signal, the vehicle speed com-
puted value signal, the current shift position signal, and the
steering angle signal. It is to be noted that the processing of
computing the acceleration suppression control start timing
by the acceleration suppression control start timing comput-
ing unit 42 will be described later.

The acceleration suppression control amount computing
unit 44 is configured to compute an acceleration suppression
control amount which is a control amount to suppress the
acceleration command value which depends on the pressed
amount of the accelerator pedal 32. Then, the acceleration
suppression control amount computing unit 44 is configured
to output an information signal (hereinafter, may be referred
to as “acceleration suppression control amount signal”)
including the acceleration suppression control amount that
has been computed to the acceleration suppression com-
mand value computing unit 10J.

Note that the acceleration suppression control amount
computing unit 44 is configured to compute the acceleration
suppression control amount by referring to various informa-
tion included in the total certainty degree signal, the brake
side pressed amount signal, the vehicle speed computed
value signal, the current shift position signal, and the steer-
ing angle signal.

It is to be noted that the processing of computing the
acceleration suppression control amount by the acceleration
suppression control amount computing unit 44 will be
described later.

(Processing Performed by Acceleration Suppression Control
Computing Unit 101)

Next, the processing performed by the acceleration sup-
pression control computing unit 101 will be described, by
using FIG. 5 to FIG. 14, and referring to FIG. 1 to FIG. 4P.
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The processing by the acceleration suppression activation
condition determination unit 34 of determining whether or
not the condition (hereinafter, may be referred to as “accel-
eration suppression activation condition™) to activate the
acceleration suppression control is satisfied will be
described, by using FIG. 5 and FIG. 7, and referring to FIG.
1 to FIG. 4P.

FIG. 5 is a flowchart illustrating the processing by the
acceleration suppression activation condition determination
unit 34 of determining whether or not the acceleration
suppression activation condition is satisfied. It is to be noted
that the acceleration suppression activation condition deter-
mination unit 34 is configured to perform the processing to
be described below at every predefined sampling time (for
example, 10 msec).

As illustrated in FIG. 5, when the acceleration suppres-
sion activation condition determination unit 34 starts the
processing (START), firstly, in step S100, processing of
acquiring an image of surroundings of the vehicle V (“ve-
hicle surrounding image acquisition processing” in the
drawing) is performed. When the processing of acquiring an
image of surroundings of the vehicle V is performed in step
S100, the processing performed by the acceleration suppres-
sion activation condition determination unit 34 proceeds to
step S102. It is to be noted that the image of surroundings
of the vehicle V is acquired by referring to the bird’s-eye
view image of surroundings of the vehicle V included in the
bird’s-eye view image signal received from the surrounding
environment recognition information computing unit 10A.

In step S102, on the basis of the image acquired in step
S100, processing of determining the presence or absence of
the parking frame (“parking frame presence/absence deter-
mination processing” in the drawing) is performed.

Note that the processing of determining the presence or
absence of the parking frame is performed, for example, by
determining whether or not a white line (parking frame line)
specifying the parking frame is present within a predefined
distance or region (area) with the vehicle V being used as a
reference. Furthermore, for the processing of recognizing
the parking frame line from the image acquired in step S100,
various types of publicly known methods, for example, edge
detection and the like are used.

Hereinafter, a recognition method of the parking frame
line by the edge detection will be described by using FIGS.
6A to 6C. FIGS. 6A to 6C are schematic diagrams sche-
matically illustrating the recognition method of the parking
frame line by the edge detection.

As illustrated in FIG. 6A, scanning in a lateral direction
in a region indicative of the captured image when detecting
parking frame lines Lm and Ln. In scanning in the image, for
example, a black-and-white image which is obtained by
binarizing the captured image, or the like is used. It is to be
noted that FIG. 6A is a view illustrating the captured image.

The parking frame lines are indicated in white color or the
like, which is sufficiently brighter than the road surface, and
thus has brightness higher than that of the road surface.
Therefore, as illustrated in FIG. 6B, plus edges in which the
brightness becomes higher precipitously are detected at
boundary portions from the road surface to the parking
frame lines. It is to be noted that FIG. 6B is a graph
indicating a change in the brightness in the image in scan-
ning from left to right, and FIG. 6C is a view illustrating the
captured image, similarly to FIG. 6A. Furthermore, in FIG.
6B, the plus edges are indicated by a symbol “E+”. In FIG.
6C, the plus edges are indicated by thick solid lines with the
symbol “E+”.
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Furthermore, minus edges in which the brightness
becomes lower precipitously are detected at boundary por-
tions from the parking frame lines to the road surface. It is
to be noted that, in FIG. 6B, the minus edges are indicated
by a symbol “E-". In FIG. 6C, the minus edges are indicated
by thick solid lines with the symbol “E-".

Then, in the processing of recognizing the parking frame
line, it is determined that the parking frame line is present by
detecting one pair of the adjacent edges in the order of the
plus edge and the minus edge in the scanning direction.

It is to be noted that the processing performed by the
parking frame certainty degree calculation unit 36 of calcu-
lating the parking frame certainty degree may be used as the
processing of determining the presence or absence of the
parking frame.

When it is determined that the parking frame is present
(“Yes” in the drawing) in step S102, the processing per-
formed by the acceleration suppression activation condition
determination unit 34 proceeds to step S104.

On the other hand, when it is determined that the parking
frame is not present (“No” in the drawing) in step S102, the
processing performed by the acceleration suppression acti-
vation condition determination unit 34 proceeds to step
S120.

In step S104, by referring to the vehicle speed computed
value signal received from the vehicle speed computing unit
10B, the processing of acquiring the vehicle speed of the
vehicle V (“vehicle speed information acquisition process-
ing” in the drawing) is performed. When the processing of
acquiring the vehicle speed of the vehicle V is performed in
step S104, the processing performed by the acceleration
suppression activation condition determination unit 34 pro-
ceeds to step S106.

In step S106, on the basis of the vehicle speed acquired in
step S104, processing of determining whether or not the
condition that the speed of the vehicle V is lower than a
predefined threshold vehicle speed is satisfied (“vehicle
speed condition determination processing” in the drawing) is
performed.

It is to be noted that in the present embodiment, a case
where the threshold vehicle speed is set to 15 km/h, as an
example, will be described. Furthermore, the threshold
vehicle speed is not limited to 15 km/h. For example, it may
be changed depending on data of the vehicle V, such as a
brake performance of the vehicle V or the like. Furthermore,
for example, it may be changed depending on the local
(national) traffic regulation where the vehicle V travels.

When it is determined that the condition that the vehicle
speed of the vehicle V is lower than the threshold vehicle
speed is satisfied (“Yes” in the drawing) in step S106, the
processing performed by the acceleration suppression acti-
vation condition determination unit 34 proceeds to step
S108.

On the other hand, it is determined that the condition that
the vehicle speed of the vehicle V is lower than the threshold
vehicle speed is not satisfied (“No” in the drawing) in step
S106, the processing performed by the acceleration suppres-
sion activation condition determination unit 34 proceeds to
step S120.

In step S108, by referring to the brake side pressed
amount signal received from the brake pedal manipulation
information computing unit 10F, processing of acquiring
information about the pressed amount (manipulation
amount) of the brake pedal 30 (“brake pedal manipulation
amount information acquisition processing” in the drawing)
is performed. When the processing of acquiring the infor-
mation about the pressed amount (manipulation amount) of
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the brake pedal 30 is performed in step S108, the processing
performed by the acceleration suppression activation con-
dition determination unit 34 proceeds to step S110.

In step S110, on the basis of the pressed amount of the
brake pedal 30 acquired in step S108, processing of deter-
mining whether or not the brake pedal 30 is manipulated
(“brake pedal manipulation determination processing” in the
drawing) is performed.

When it is determined that the brake pedal 30 is not
manipulated (“No” in the drawing) in step S110, the pro-
cessing performed by the acceleration suppression activa-
tion condition determination unit 34 proceeds to step S112.

On the other hand, when it is determined that the brake
pedal 30 is manipulated (“Yes” in the drawing) in step S110,
the processing performed by the acceleration suppression
activation condition determination unit 34 proceeds to step
S120.

In step S112, by referring to the drive side pressed amount
signal received from the accelerator manipulation amount
computing unit 10G, processing of acquiring the informa-
tion about the pressed amount (manipulation amount) of the
accelerator pedal 32 (“accelerator pedal manipulation
amount information acquisition processing” in the drawing)
is performed. When the processing of acquiring the infor-
mation about the pressed amount (manipulation amount) of
the accelerator pedal 32 is performed in step S112, the
processing performed by the acceleration suppression acti-
vation condition determination unit 34 proceeds to step
S114.

In step S114, processing of determining whether or not the
condition that the pressed amount (manipulation amount) of
the accelerator pedal 32 is equal to or larger than a pre-
defined threshold accelerator manipulation amount is satis-
fied (“accelerator pedal operation determination processing”
in the drawing) is performed. Note that the processing in
step S114 is performed on the basis of the pressed amount
of the accelerator pedal 32 acquired in step S112.

It is to be noted that in the present embodiment, a case
where the threshold accelerator manipulation amount is set
to a manipulation amount corresponding to 3% of the
opening degree of the accelerator pedal 32, as an example,
will be described. Furthermore, the threshold accelerator
manipulation amount is not limited to the manipulation
amount corresponding to 3% of the opening degree of the
accelerator pedal 32. For example, it may be changed
depending on data of the vehicle V, such as the brake
performance of the vehicle V or the like.

In step S114, when it is determined that the condition that
the pressed amount (manipulation amount) of the accelerator
pedal 32 is equal to or larger than the threshold accelerator
manipulation amount is satisfied (“Yes” in the drawing), the
processing performed by the acceleration suppression acti-
vation condition determination unit 34 proceeds to step
S116.

On the other hand, when it is determined that the condi-
tion that the pressed amount (manipulation amount) of the
accelerator pedal 32 is equal to or larger than the threshold
accelerator manipulation amount is not satisfied (“No” in the
drawing) in step S114, the processing performed by the
acceleration suppression activation condition determination
unit 34 proceeds to step S120.

In step S116, processing of acquiring information to
determine whether or not the vehicle V enters a parking
frame (“parking frame entering determination information
acquisition processing” in the drawing) is performed. Note
that, in the present embodiment, as an example, a description
will be given for a case where it is determined whether or not
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the vehicle V enters the parking frame, on the basis of the
steering angle of the steering wheel 28, an angle between the
vehicle V and the parking frame, and a distance between the
vehicle V and the parking frame. When the processing of
acquiring the information to determine whether or not the
vehicle V enters a parking frame is performed in step S116,
the processing performed by the acceleration suppression
activation condition determination unit 34 proceeds to step
S118.

Now, a specific example of the processing performed in
step S116 will be described. In step S116, by referring to the
steering angle signal received from the steering angle com-
puting unit 10C, the rotation angle (steering angle) of the
steering wheel 28 is acquired. In addition to this, on the basis
of the bird’s-eye view image of surroundings of the vehicle
V included in the bird’s-eye view image signal received
from the surrounding environment recognition information
computing unit 10A, an angle o between the vehicle V and
a parking frame 1.0 and a distance D between the vehicle V
and the parking frame L0 are acquired.

Note that the angle « is, for example, set to an absolute
value of a crossing angle of a virtual straight line X and a
frame line .1 as well as a line on the parking frame 1.0 side,
as illustrated in FIG. 7. It is to be noted that FIG. 7 is a view
illustrating the vehicle V, the parking frame [0, and the
distance D between the vehicle V and the parking frame L0.

Furthermore, the straight line X is a straight line extend-
ing in the front-rear direction of the vehicle V passing
through the center of the vehicle V (a virtual straight line
extending in the travel direction). The frame line 1 is a
frame line of the parking frame [0, which is parallel or
substantially parallel to the front-rear direction of the vehicle
V when parking in the parking frame L0 is completed.
Furthermore, the line on the parking frame L0 side is an
extending line of the parking line 1 existing on the parking
frame L0 side.

Furthermore, the distance D is, for example, as illustrated
in FIG. 7, set to a distance between a center point PF of the
front end face of the vehicle V and a center point PP of an
entrance [.2 of the parking frame L[0. The distance D,
however, takes a negative value after the front end face of
the vehicle V passes through the entrance [.2 of the parking
frame L.0. It is to be noted that the distance D may be set to
zero, after the front end face of the vehicle V passes through
the entrance 1.2 of the parking frame L0.

Note that the position on the vehicle V side for defining
the distance D is not limited to the center point PF. For
example, they may be a predefined position on the vehicle
V and a predefined position at the entrance 2. In this case,
the distance D is set to be a distance between the predefined
position on the vehicle V and the predefined position at the
entrance L.2.

As described heretofore, in step S116, as the information
to determine whether or not the vehicle V enters the parking
frame L0, the steering angle, the angle o of the vehicle V and
the parking frame [0, and the distance D between the
vehicle V and the parking frame 1.0 are acquired.

In step S118, on the basis of the information acquired in
step S116, processing of determining whether or not the
vehicle V enters the parking frame (“parking frame entering
determination processing” in the drawing) is performed.

When it is determined that the vehicle V does not enter the
parking frame (“No” in the drawing) in step S118, the
processing performed by the acceleration suppression acti-
vation condition determination unit 34 proceeds to step
S120. On the other hand, when it is determined that the
vehicle V enters the parking frame (“Yes” in the drawing) in
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step S118, the processing performed by the acceleration
suppression activation condition determination unit 34 pro-
ceeds to step S122.

Now, a specific example of the processing performed in
step S118 will be described. In step S118, when all of
following three conditions (Al to A3) are satisfied, for
example, it is determined that the vehicle V enters the
parking frame.

(Condition A1) An elapsed time that has been passed after
the steering angle detected in step S116 becomes a value
equal to or larger than a predefined steering angle (for
example, 45 degrees) is shorter than or equal to a predefined
time (for example, 20 sec).

(Condition A2) The angle o between the vehicle V and the
parking frame L0 is smaller than or equal to a predefined
angle (for example, 40 degrees).

(Condition A3) The distance D between the vehicle V and
the parking frame [0 is shorter than or equal to a predefined
distance (for example, 3 m).

It is to be noted that the processing of calculating the
parking frame entering certainty degree by the parking
frame entering certainty degree calculation unit 38 may be
used as the processing of determining whether or not the
vehicle V enters the parking frame.

Furthermore, the processing used for determining whether
or not the vehicle V enters the parking frame is not limited
to the processing of using plural conditions as described
above. One or more conditions of the above-mentioned three
conditions may be used for the processing of determining.
Furthermore, the processing of determining whether or not
the vehicle V enters the parking frame may be performed by
using the vehicle speed of the vehicle V.

In step S120, the processing of generating the acceleration
suppression activation condition determination result signal,
as an information signal including a determination result that
an acceleration suppression control activation condition is
not satisfied, is performed (“acceleration suppression acti-
vation condition is unsatisfied” in the drawing). When the
processing of generating the acceleration suppression acti-
vation condition determination result signal including the
determination result that the acceleration suppression con-
trol activation condition is not satisfied is performed in step
S120, the processing performed by the acceleration suppres-
sion activation condition determination unit 34 proceeds to
step S124.

In step S122, processing of generating the acceleration
suppression activation condition determination result signal,
as an information signal including the determination result
that the acceleration suppression control activation condi-
tion is satisfied, is performed (“acceleration suppression
activation condition is satisfied” in the drawing). When the
processing of generating the acceleration suppression acti-
vation condition determination result signal including the
determination result that the acceleration suppression con-
trol activation condition is satisfied is performed in step
S122, the processing performed by the acceleration suppres-
sion activation condition determination unit 34 proceeds to
step S124.

In step S124, processing of outputting the acceleration
suppression activation condition determination result signal
generated in step S120 or step S122 to the acceleration
suppression command value computing unit 10J (“accelera-
tion suppression activation condition determination result
output” in the drawing) is performed. When the processing
of outputting the acceleration suppression activation condi-
tion determination result signal to the acceleration suppres-
sion command value computing unit 10J is performed in
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step S124, the processing performed by the acceleration
suppression activation condition determination unit 34
returns (RETURN) to step S100.

The processing by the parking frame certainty degree
calculation unit 36 of calculating the parking frame certainty
degree will be described, by using FIG. 8 to FIG. 10, and
referring to FIG. 1 to FIG. 7.

FIG. 8 is a flowchart illustrating the processing by the
parking frame certainty degree calculation unit 36 of calcu-
lating the parking frame certainty degree. It is to be noted
that the parking frame certainty degree calculation unit 36 is
configured to perform the processing to be described below
at every predefined sampling time (for example, 10 msec).

As illustrated in FIG. 8, when the parking frame certainty
degree calculation unit 36 starts the processing (START),
firstly, processing of calculating (setting) a level of the
parking frame certainty degree as a minimum (level 0) is
performed in step S200 (“level 0” in the drawing). When the
processing of calculating the parking frame certainty degree
as the level 0 is performed in step S200, the processing
performed by the parking frame certainty degree calculation
unit 36 proceeds to step S202.

In step S202, processing of acquiring the bird’s-eye view
image of surroundings of the vehicle V included in the
bird’s-eye view image signal received from the surrounding
environment recognition information computing unit 10A
(“surrounding image acquisition” in the drawing) is per-
formed. When the processing of acquiring the bird’s-eye
view image of surroundings of the vehicle V is performed in
step S202, the processing performed by the parking frame
certainty degree calculation unit 36 proceeds to step S204.

In step S204, from the bird’s-eye view image acquired in
step S202, processing of extracting a determination factor
used for calculating the parking frame certainty degree
(“determination factor extraction” in the drawing) is per-
formed. When the processing of extracting the determina-
tion factor from the bird’s-eye view image is performed in
step S204, the processing performed by the parking frame
certainty degree calculation unit 36 proceeds to step S206.

Note that the determination factor is a line (such as a
white line) indicated on the road surface such as the parking
frame line or the like. When, for example, the state of the
line satisfies all of the following three conditions (B1 to B3),
the line is extracted as the determination factor.

(Condition B1) When there is a broken portion in the line
indicated on the road surface, the broken portion is the part
where the indicated line is spotted or blurred (for example,
a part where the clarity is lower than that of the line and is
higher than that of the road surface).

(Condition B2) The width of the line indicated on the road
surface is equal to or larger than a predefined width (for
example, 10 cm). It is to be noted that the predefined width
is not limited to 10 cm. For example, it may be changed
depending on the local (national) traffic regulation where the
vehicle V travels.

(Condition B3) The length of the line indicated on the
road surface is equal to or longer than a predefined marking
line length (for example, 2.5 m). It is to be noted that the
predefined marking line length is not limited to 2.5 m. For
example, it may be changed depending on the local (na-
tional) traffic regulation where the vehicle V travels.

In step S206, processing of determining whether or not
the determination factor extracted in step S204 satisfies the
condition of the line forming the parking line is performed
(“parking frame condition is satisfied?” in the drawing).

When it is determined that the determination factor
extracted in step S204 does not satisfy the condition of the
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line forming the parking line (“No” in the drawing) in step
S206, the processing performed by the parking frame cer-
tainty degree calculation unit 36 proceeds to step S200.

On the other hand, when it is determined in step S206 that
the determination factor extracted in step S204 satisfies the
condition of the line forming the parking line (“’Yes” in the
drawing), the processing performed by the parking frame
certainty degree calculation unit 36 proceeds to step S208.
It is to be noted that the processing performed in step S206,
for example, is performed by referring to the bird’s-eye view
image signal received from the surrounding environment
recognition information computing unit 10A.

Now, a specific example of processing performed in step
S206 will be described by using FIGS. 9A to 9D. It is to be
noted that FIGS. 9A to 9D are views illustrating the pro-
cessing performed by the parking frame certainty degree
calculation unit 36. Furthermore, in FIGS. 9A to 9D, a
symbol “PE” indicates a region indicative of an image
captured by the front camera 14F in the bird’s-eye view
images.

In step S206, firstly, from the lines indicated on the road
surface, which is the determination factor extracted in step
S204, two adjacent lines displayed on one screen are speci-
fied as one pair (hereinafter, may be referred to as “pairing”).
It is to be noted that when three or more lines are displayed
on the one screen, two or more pairs are specified with
respective pairs of adjacent two lines among the three or
more lines.

Next, when all of following four conditions (C1 to C4),
for example, are satisfied for the two lines paired, it is
determined that the determination factor extracted in step
S204 satisfies the condition of the line forming the parking
line.

(Condition C1) As illustrated in FIG. 9A, a width WL
between the two lines paired (indicated by a symbol “La”
and a symbol “Lb” in the drawing) is smaller than or equal
to a predefined pairing width (for example, 2.5 m). It is to
be noted that the predefined pairing width is not limited to
2.5 m. For example, it may be changed depending on the
local (national) traffic regulation where the vehicle V travels.

(Condition C2) As illustrated in FIG. 9B, an angle
between the line La and the line Lb (parallel degree) is
smaller than or equal to a predefined angle (for example, 3°).
It is to be noted that the predefined angle is not limited to 3°.
For example, it may be changed depending on the recogni-
tion capability or the like of the surrounding environment
recognition sensor 14. It is to be noted that, in FIG. 9B, a
reference line (line extending in a vertical direction of the
region PE) is indicated by a dot line with a symbol “CLc¢”,
a central axis of the line La is indicated by a broken line with
a symbol “CLa”, and a central axis of the line Lb is indicated
by a broken line with a symbol “CLb”. Furthermore, an
inclination angle of the central axis CLa relative to the
reference line CLc is indicated by a symbole “0a”, and an
inclination angle of the central axis CLb relative to the
reference line CLc is indicated by a symbole “6b”. There-
fore, when a conditional expression of 10a-0bl=3° is satis-
fied, Condition C2 is satisfied.

(Condition C3) As illustrated in FIG. 9C, the angle 0
between a virtual straight line connecting an end of the line
La on the vehicle V side (an end on the lower side in the
drawing) and an end of the line Lb on the vehicle V side, and
the line L closer to the vehicle V is equal to or larger than
a predefined deviation angle (for example, 45°). It is to be
noted that the predefined deviation angle is not limited to
45°. For example, it may be changed depending on the
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recognition capability or the like of the surrounding envi-
ronment recognition sensor 14.

(Condition C4) As illustrated in FIG. 9D, an absolute
value (IW0-W1I) of a difference between the line width W0
of the line La and the line width W1 of the line Lb is smaller
than or equal to a predefined line width (for example, 10
cm). It is to be noted that the predefined line width is not
limited to 10 cm. For example, it may be changed depending
on the recognition capability or the like of the surrounding
environment recognition sensor 14.

It is to be noted that in the processing of determining
whether or not the above-described four conditions (C1 to
C4) are satisfied, when, for example, the length of at least
one of the line La and the line Lb is broken, for example, in
two meters or so, the processing continues with the line of
four meters extended with a virtual line of two meters or so.

In step S208, processing of determining whether or not
the satisfaction of the condition is continuously verified in
the processing of step S206 after the processing of step S206
starts until the travel distance of the vehicle V reaches a
predefined travel distance is performed (“continuous verifi-
cation satisfied?” in the drawing). It is to be noted that, for
example, the predefined travel distance is set within a range
of 1 m to 2.5 m depending on the data of the vehicle V.
Furthermore, the processing in step S208 is performed by
referring to, for example, the bird’s-eye view image signal
received from the surrounding environment recognition
information computing unit 10A and the vehicle speed
computed value signal received from the vehicle speed
computing unit 10B.

When it is determined that the satisfaction of the condi-
tion is not continuously verified in the processing of step
S206 (“No” in the drawing) in step S208, the processing
performed by the parking frame certainty degree calculation
unit 36 proceeds to step S210.

On the other hand, when it is determined that the satis-
faction of the condition is continuously verified in the
processing of step S206 (“Yes” in the drawing) in step S208,
the processing performed by the parking frame certainty
degree calculation unit 36 proceeds to step S212.

Note that, in the processing performed in step S208, for
example, as illustrated in FIG. 10, the travel distance of the
vehicle V is virtually computed depending on the state of
verifying the satisfaction of the condition in the processing
of'step S206 and the state of not verify the satisfaction of the
condition in the processing of step S206. It is to be noted that
FIG. 10 is a view illustrating the processing performed by
the parking frame certainty degree calculation unit 36.
Furthermore, in a region indicated by “verification state” in
FIG. 10, “ON” indicates the state where the satisfaction of
the condition is verified in the processing of step S206,
whereas “OFF” indicates the state where the satisfaction of
the condition is not verified in the processing of step S206.
Furthermore, in FIG. 10, “virtual travel distance” indicates
the travel distance of the vehicle V which has been virtually
computed.

When the state where the satisfaction of the condition is
verified in the processing of step S206 is “ON”, as illustrated
in FIG. 10, the virtual travel distance increases. On the other
hand, when the state where the satisfaction of the condition
is verified in the processing of step S206 is “OFF”, the
virtual travel distance decreases.

It is to be noted that, in the present embodiment, as an
example, a case where an inclination (increasing gain) when
the virtual travel distance increases is set larger than an
inclination (decreasing gain) when the virtual travel distance
decreases will be described. That is, if the state where the
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“verification state” is “ON” and the state where the “veri-
fication state” is “OFF” have the same period of time, the
virtual travel distance will be increased.

Then, when the virtual travel distance reaches the pre-
defined travel distance without returning to the initial value
(0 m in the drawing), it is determined that the satisfaction of
the condition is continuously verified in the processing of
step S206.

In step S210, processing of calculating the level of the
parking frame certainty degree as a one-stage higher level
(level 1) than the minimum (level 0) is performed (“level 17
in the drawing). When the processing of calculating the
parking frame certainty degree as the level 1 is performed in
step S210, the processing performed by the parking frame
certainty degree calculation unit 36 is terminated (END).

In step S212, with respect to the lines La and Lb which are
continuously verified in the processing of step S206, end
points of the lines La and Lb located on the same side (near
side end points or far side end points) with the vehicle V
being used as a reference are respectively detected. Then,
processing of determining whether or not the end points
located on the same side face each other in the direction of
the width WL (“far and near end points facing each other
satisfied?” in the drawing) is performed. It is to be noted that
the processing in step S212 is performed, for example, by
referring to the bird’s-eye view image signal received from
the surrounding environment recognition information com-
puting unit 10A and the vehicle speed computed value signal
received from the vehicle speed computing unit 10B.

When it is determined that the end points located on the
same side do not face each other in the direction of the width
WL in step S212 (“No” in the drawing), the processing
performed by the parking frame certainty degree calculation
unit 36 proceeds to step S214.

On the other hand, when it is determined that the end
points located on the same side face each other in the
direction of the width WL in step S212 (“Yes” in the
drawing), the processing performed by the parking frame
certainty degree calculation unit 36 proceeds to step S216.

In step S214, processing of calculating the level of the
parking frame certainty degree as a two-stage higher level
(level 2) than the minimum (level 0) is performed (“level 2”
in the drawing). When the processing of calculating the
parking frame certainty degree as the level 2 in step S214,
the processing performed by the parking frame certainty
degree calculation unit 36 is terminated (END).

In step S216, with respect to the lines La and Lb in which
the end points thereof located on the same side are deter-
mined to be facing each other in the direction of the width
WL in the processing of step S212, other end points thereof
located on the other side are detected. That is, when the near
side end points (one side) of the lines La and Lb are detected
in the processing of step S212, the far side end points (the
other side) of the lines La and Lb are detected in step S216.
Then, processing of determining whether or not the end
points located on the other side face each other in the
direction of the width WL (“both end points facing each
other satisfied?” in the drawing) is performed. It is to be
noted that the processing in step S216 is performed, for
example, by referring to the bird’s-eye view image signal
received from the 10 A and the vehicle speed computed value
signal received from the vehicle speed computing unit 10B.

It is to be noted that when the end points of the lines La
and Lb are detected, for example, an end point of a straight
line like a end point of a line as illustrated in FIG. 4A, an end
point having a letter U shape like an upper end point of a line
as illustrated in FIG. 4G, and a crossing point of a double
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line and a horizontal line as illustrated in FIG. 40 are all
processed as an end point of a straight line. Similarly, an end
point of a double line like an upper end point of a line as
illustrated in FIG. 4H and an end point having a gap portion
in a letter U shaped curved line like an upper end point of
a line as illustrated in FIG. 4M are all processed as an end
point of one straight line.

Furthermore, when the end points of the lines La and Lb
are detected, for example, a crossing point of slanted double
lines extending in top-bottom direction and a single straight
line extending in the left-right direction illustrated in FIG.
4N is not processed (recognized) as an end point. This is
because, in detection of the end point, the end point is
detected by scanning in a lateral direction in a region
indicative of the captured image. Furthermore, for example,
since a region indicated by a white square in FIG. 4P
indicates an object on the road, such as a pole or the like, an
end point of such an object is not detected, either.

When it is determined in step S216 that the end points
located on the other side do not face each other in the
direction of the width WL (“No” in the drawing), the
processing performed by the parking frame certainty degree
calculation unit 36 proceeds to step S218.

On the other hand, when it is determined in step S216 that
the end points located on the other side face each other in the
direction of the width WL (“Yes” in the drawing), the
processing performed by the parking frame certainty degree
calculation unit 36 proceeds to step S220.

In step S218, processing of calculating the level of the
parking frame certainty degree as a three-stage higher (level
3) than the minimum (level 0) is performed (“level 3” in the
drawing). When the processing of calculating the parking
frame certainty degree as the level 3 is performed in step
S218, the processing performed by the parking frame cer-
tainty degree calculation unit 36 terminated (END).

In step S220, processing of calculating the level of the
parking frame certainty degree as a four-stage higher (level
4) than the minimum (level 0) is performed (“level 4 in the
drawing). When the processing of setting the parking frame
certainty degree to the level 4 is performed in step S220, the
processing performed by the parking frame certainty degree
calculation unit 36 is terminated (END).

Thus, in the processing of calculating the parking frame
certainty degree as the level 3, the parking frame certainty
degree is calculated for patterns of FIGS. 4D, 4E, 4], and
4K, among the parking frames illustrated in FIGS. 4A to 4P.
Furthermore, in the processing of calculating the parking
frame certainty degree as the level 4, the parking frame
certainty degree is calculated for patterns other than the
patterns of FIGS. 4D, 4E, 4], and 4K, among the parking
frames illustrated in FIGS. 4A to 4P.

It is to be noted that the parking frame certainty degree
may be restricted depending on the width of the parking
frame as follows, especially when the pattern illustrated in
FIG. 4A of a parking frame which is highly likely indicated
on a public road is specified, or when the parking frame
other than the pattern illustrated in FIG. 4A can not be
specified.

Specifically, for example, when the width of the parking
flame is smaller than or equal to 2.6 m, the parking frame
certainty degree is held at the originally calculated level.
When the width of the parking flame is larger than 2.6 m,
however, the parking frame certainty degree is restricted
such that it is not calculated as being higher than or equal to
level 3. In this way, a configuration of less easily detecting
the broken lines indicated on the both side of the public road
as a perking frame is obtained.
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The processing performed by the parking frame entering
certainty degree calculation unit 38 will be described, by
using FIG. 11 and FIG. 12, and referring to FIG. 1 to FIG.
10. FIG. 11 is a flowchart illustrating the processing by the
parking frame entering certainty degree calculation unit 38
of calculating the parking frame entering certainty degree. It
is to be noted that the parking frame entering certainty
degree calculation unit 38 is configured to perform the
processing to be described below at every predefined sam-
pling time (for example, 10 msec).

As illustrated in FIG. 11, when the parking frame entering
certainty degree calculation unit 38 starts the processing
(START), firstly, in step S300, processing of detecting a
deviation amount between a rear wheel anticipated track of
the vehicle V and the parking frame (“deviation amount
detection” in the drawing) is performed. When the process-
ing of detecting the deviation amount between the rear
wheel anticipated trace of the vehicle V and the parking
frame is performed in step S300, the processing performed
by the parking frame entering certainty degree calculation
unit 38 proceeds to step S302. It is to be noted that in the
present embodiment, as an example, a case where centimeter
is used as a unit of the deviation amount detected in step
S300 will be described. Furthermore, in the present embodi-
ment, a case where the width of the parking frame is set to
2.5 m, as an example, will be described.

Note that, in the processing performed in step S300, for
example, a rear wheel anticipated trace TR of the vehicle V
is calculated as illustrated in FIG. 12, and a crossing point
TP between the rear wheel anticipated trace TR which has
been calculated and an entrance [.2 of the parking frame 1.0
is calculated. Furthermore, a distance Lfl between a left side
frame line [.11 of the parking frame [0 and the crossing
point TP and a distance Lfr between the right side frame line
Llr of the parking frame L0 and the crossing point TP are
calculated, and then the distance Lfl is compared with the
distance Lfr. Then, a longer one of the distance [l and the
distance Lfr is detected as the deviation amount between the
rear wheel anticipated trace TR of the vehicle V and the
parking frame L0. It is to be noted that FIG. 12 is a view
illustrating the processing of detecting the deviation amount
between the rear wheel anticipated track TR of the vehicle
V and the parking frame L.0.

Furthermore, when the rear wheel anticipated trace TR of
the vehicle V is calculated, a center point PR in the vehicle
width direction between a right rear wheel WRR and a left
rear wheel WRL in the vehicle V is set as a reference point
on the vehicle V. Then, by using the images captured by the
front camera 14F and the left side camera 14SL in the
bird’s-eye view images, the vehicle speed of the vehicle V,
and the rotation angle (a steering angle) of the steering wheel
28, a virtual moving pathway of the center point PR is
computed, and the rear wheel anticipated trace TR is cal-
culated.

In step S302, for example, by using the image captured by
the front camera 14F in the bird’s-eye view images, pro-
cessing of detecting parallel degree of a straight line X and
a length direction of the parking frame [0 such as a depth
direction is performed (“parallel degree detection” in the
drawing). When the processing of detecting the parallel
degree of the straight line X and the length direction of the
parking frame L0 is performed in step S302, the processing
performed by the parking frame entering certainty degree
calculation unit 38 proceeds to step S304.
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Note that the parallel degree to be detected in step S302,
as illustrated in FIG. 12, is detected as an angle 8ap between
the center line Y of the parking frame [.0 and the straight line
X.

It is to be noted that in step S302, when the vehicle V
moves into the parking frame L0 while moving backward,
for example, by using the image captured by the rear camera
14R in the bird’s-eye view images, the processing of detect-
ing the parallel degree of the straight line X and the length
direction of the parking frame L0 is performed. Note that,
for example, the moving direction (forward movement or
backward movement) of the vehicle V is detected by refer-
ring to the current shift position signal.

In step S304, by using the vehicle speed of the vehicle V
and the rotation angle (a steering angle) of the steering wheel
28, processing of computing a turning radius of the vehicle
V (“turning radius computing” in the drawing) is performed.
When the processing of computing the turning radius of the
vehicle V is performed in step S304, the processing per-
formed by the parking frame entering certainty degree
calculation unit 38 proceeds to step S306.

In step S306, processing of determining whether or not
the parallel degree (Bhp) detected in step S302 is lower than
a predefined parallel degree threshold (for example, 15
degrees) is performed (“parallel degree<parallel degree
threshold?” in the drawing).

When it is determined in step S306 that the parallel degree
(6hp) detected in step S302 is equal to or higher than the
parallel degree threshold (“No” in the drawing), the pro-
cessing performed by the parking frame entering certainty
degree calculation unit 38 proceeds to step S308.

On the other hand, when it is determined in step S306 that
the parallel degree (Bhp) detected in step S302 is lower than
the parallel degree threshold (“Yes” in the drawing), the
processing performed by the parking frame entering cer-
tainty degree calculation unit 38 proceeds to step S310.

In step S308, processing of determining whether or not
the turning radius detected in step S304 is equal to or higher
than a predefined turning radius threshold (for example, 100
R) is performed (“turning radiuszturning radius threshold?”
in the drawing).

When it is determined in step S308 that the turning radius
detected in step S304 is lower than the turning radius
threshold (“No” in the drawing), the processing performed
by the parking frame entering certainty degree calculation
unit 38 proceeds to step S312.

On the other hand, when it is determined in step S308 that
the turning radius detected in step S304 is equal to or higher
than the turning radius threshold (“Yes” in the drawing), the
processing performed by the parking frame entering cer-
tainty degree calculation unit 38 proceeds to step S310.

In step S310, processing of determining whether the
deviation amount detected in step S300 is equal to or higher
than a predefined first threshold (for example, 75 cm) is
performed (“deviation amount=first threshold?” in the draw-
ing). It is to be noted that the first threshold is not limited to
75 cm. For example, it may be changed depending on the
data of the vehicle V. When it is determined in step S310 that
the deviation amount detected in step S300 is equal to or
higher than the first threshold (“Yes” in the drawing), the
processing performed by the parking frame entering cer-
tainty degree calculation unit 38 proceeds to step S314.

On the other hand, when it is determined in step S310 that
the deviation amount detected in step S300 is lower than the
first threshold (“No” in the drawing), the processing per-
formed by the parking frame entering certainty degree
calculation unit 38 proceeds to step S316.
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In step S312, processing of determining whether the
deviation amount detected in step S300 is equal to or higher
than a predefined second threshold (for example, 150 cm) is
performed (“deviation amountzsecond threshold?” in the
drawing). Note that the second threshold is set to be larger
than the first threshold. It is to be noted that the second
threshold is not limited to 150 cm. For example, it may be
changed depending on the data of the vehicle V.

When it is determined in step S312 that the deviation
amount detected in step S300 is equal to or higher than the
second threshold (“Yes” in the drawing) in step S312, the
processing performed by the parking frame entering cer-
tainty degree calculation unit 38 proceeds to step S318.

On the other hand, when it is determined in step S312 that
the deviation amount detected in step S300 is lower than the
second threshold (“No” in the drawing), the processing
performed by the parking frame entering certainty degree
calculation unit 38 proceeds to step S314.

In step S314, processing of calculating (setting) the park-
ing frame entering certainty degree as a low level is per-
formed (“entering certainty degree=low level” in the draw-
ing). When the processing of calculating the parking frame
entering certainty degree as the low level is performed in
step S314, the processing performed by the parking frame
entering certainty degree calculation unit 38 is terminated
(END).

In step S316, processing of calculating the parking frame
entering certainty degree as a high level is performed
(“entering certainty degree=high level” in the drawing).
When the processing of calculating the parking frame enter-
ing certainty degree as the high level is performed in step
S316, the processing performed by the parking frame enter-
ing certainty degree calculation unit 38 is terminated (END).

In step S318, processing of calculating the parking frame
entering certainty degree as the minimum (level 0) (“enter-
ing certainty degree=level 0” in the drawing) is performed.
When the processing of calculating the parking frame enter-
ing certainty degree as the level O in step S318, the pro-
cessing performed by the parking frame entering certainty
degree calculation unit 38 is terminated (END).

As described above, the parking frame entering certainty
degree calculation unit 38 is configured to calculate the
parking frame entering certainty degree as any one level of
the “level 0” as the minimum, “low level”, which is higher
than the level 0, and “high level”, which is higher than the
low level. It is to be noted that when the vehicle V is
configured to include a device (parking support device) for
supporting the steering operation by a driver for entering the
parking frame L0, and the parking support device is in an
ON state, the level of the parking frame certainty degree
may be easily increased.

Note that the parking support device may be, for example,
a device which displays a surrounding situation as a bird’s-
eye view image or the like on a monitor for parking the
vehicle, or a device which sets a target parking position on
a screen for guiding a course for parking. These devices may
be used by manipulating a screen selector switch for dis-
playing the surrounding situation as the bird’s-eye view
image or the like on the monitor, or a screen selector switch
for setting the target parking position on the screen. Then,
the parking support device may be configured to turn to the
ON state upon manipulation of these switches.

In a specific example of the configuration in which the
level of the parking frame certainty degree may be easily
increased, even when the parking frame certainty degree is
calculated as “level 0” in the processing of step S318, the
parking frame certainty degree may be corrected to “low
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level” in a case where the parking support device is in the
ON state. Furthermore, for example, even when the parking
frame certainty degree is calculated as “low level” in the
processing of step S314, the parking frame certainty degree
may be corrected to “high level” in a case where the parking
support device is in the ON state. It is to be noted that, in the
configuration in which the level of the parking frame cer-
tainty degree may be easily increase, the parking frame
certainty degree may be, for example, calculated as a pre-
defined level (for example, “high level”) regardless of the
actual situation of entering the parking frame.

The processing performed by the total certainty degree
calculation unit 40 of calculating the total certainty degree
will be described, by using FIG. 13, and referring to FIG. 1
to FIG. 12. The total certainty degree calculation unit 40 is
configured to receive inputs of the parking frame certainty
degree signal and the parking frame entering certainty
degree signal, and to apply the parking frame certainty
degree included in the parking frame certainty degree signal
and the parking frame entering certainty degree included in
the parking frame entering certainty degree signal on a total
certainty degree calculation map illustrated in FIG. 13.
Then, the total certainty degree is calculated on the basis of
the parking frame certainty degree and the parking frame
entering certainty degree.

It is to be noted that FIG. 13 is a view illustrating the total
certainty degree calculation map. Furthermore, in FIG. 13,
the parking frame certainty degree is indicated as “frame
certainty degree” and the parking frame entering certainty
degree is indicated as “entering certainty degree”. Further-
more, the total certainty degree calculation map illustrated in
FIG. 13 is used while the vehicle V is moving forward.

In an example of the processing by the total certainty
degree calculation unit 40 of calculating the total certainty
degree, when the parking frame certainty degree is “level 3”
and the parking frame entering certainty degree is “high
level”, the total certainty degree may be calculated as “high”
as illustrated in FIG. 13.

It is to be noted that, in the present embodiment, as an
example, a description will be also given of a case where
when the total certainty degree calculation unit 40 preforms
the processing of calculating the total certainty degree,
processing of storing the total certainty degree which has
been calculated in a storage unit is performed, the storage
unit from which data is not deleted even if an ignition switch
is turned to an OFF state. Note that the storage unit from
which the data is not deleted even if the ignition switch is in
the OFF state is, for example, a ROM or the like.

Thus, in the present embodiment, at the time when the
ignition switch is set to the OFF state after parking the
vehicle V is completed, and then the ignition switch is turned
to an ON state when restarting the vehicle V, the total
certainty degree calculated immediately before the time is
stored. For this reason, it is possible to start the control from
the time when the ignition switch is turned to the ON state
when restarting the vehicle V, on the basis of the total
certainty degree calculated immediately before the time.

The processing performed by the acceleration suppression
control start timing computing unit 42 of computing the
acceleration suppression control start timing will be
described, by using FIG. 14, and referring to FIG. 1 to FIG.
13. The acceleration suppression control start timing com-
puting unit 42 is configured to receive an input of the total
certainty degree signal, and to apply the total certainty
degree included in the total certainty degree signal on an
acceleration suppression condition computing map illus-
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trated in FIG. 14. Then, the acceleration suppression control
start timing is computed on the basis of the total certainty
degree.

It is to be noted that FIG. 14 is a view illustrating the
acceleration suppression condition computing map. Further-
more, in a column of the “acceleration suppression condi-
tion” in FIG. 14, the acceleration suppression control start
timing is indicated by “suppression control start timing
(accelerator opening degree)”.

In an example of the processing performed by the accel-
eration suppression control start timing computing unit 42,
when the total certainty degree is “high”, the acceleration
suppression control start timing may be set to a timing when
the opening degree of the accelerator pedal 32 increases and
reaches “50%7”, as illustrated in FIG. 14. It is to be noted that
the opening degree of the accelerator pedal 32 is set to 100%
when the accelerator pedal 32 is pressed (manipulated) to a
maximum. It is to be noted that the acceleration suppression
control start timing of FIG. 14 is an example, and it may be
changed depending on the data of the vehicle V such as a
brake performance of the vehicle V. Furthermore, for
example, it may be changed depending on the local (na-
tional) traffic regulation where the vehicle V travels.

The processing by the acceleration suppression control
amount computing unit 44 of calculating the acceleration
suppression control amount will be described below, by
referring to FIG. 1 to FIG. 14. The acceleration suppression
control amount computing unit 44 is configured to receive
an input of the total certainty degree signal, and to apply the
total certainty degree included in the total certainty degree
signal on the acceleration suppression condition computing
map illustrated in FIG. 14. Then, the acceleration suppres-
sion control amount is computed on the basis of the total
certainty degree. It is to be noted that in a column of the
“acceleration suppression condition” in FIG. 14, the accel-
eration suppression control amount is indicated by “sup-
pression amount”.

In an example of the processing performed by the accel-
eration suppression control amount computing unit 44, when
the total certainty degree is “high”, the acceleration sup-
pression control amount may be set to a control amount such
that the throttle opening degree corresponding to the actual
opening degree of the accelerator pedal 32 is suppressed to
the “medium” level, as illustrated in FIG. 14. It is to be noted
that, in the present embodiment, for an example, the
“medium” level of the throttle opening degree is an opening
degree suppressed to 25% of the throttle opening degree
corresponding to the actual opening degree of the accelera-
tor pedal 32. Similarly, the “small” level of the throttle
opening degree is an opening degree suppressed to 50% of
the throttle opening degree corresponding to the actual
opening degree of the accelerator pedal 32. The “large” level
of the throttle opening degree is an opening degree sup-
pressed to 10% of the throttle opening degree corresponding
to the actual opening degree of the accelerator pedal 32.

It is to be noted that the acceleration suppression control
amount illustrated in FIG. 14 is an example, and it may be
changed depending on the data of the vehicle V such as a
brake performance of the vehicle V. Furthermore, for
example, it may be changed depending on the local (na-
tional) traffic regulation where the vehicle V travels.

Furthermore, the acceleration suppression control amount
computing unit 44 is configured to apply the total certainty
degree on the acceleration suppression condition computing
map, and to set a presence of absence of the control to output
a warning sound. It is to be noted that when outputting the
warning sound, for example, the visual information indicat-
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ing that the acceleration suppression control is operated as
character information, symbol, light emission, or the like
may be displayed on a display monitor included in the
navigation device 26.

(Processing Performed by Acceleration Suppression Com-
mand Value Computing Unit 10J)

Next, the processing performed by the acceleration sup-
pression command value computing unit 10J will be
described, by using FIG. 15, and referring to FIG. 1 and FIG.
14. FIG. 15 is a flowchart illustrating the processing per-
formed by the acceleration suppression command value
computing unit 10J. It is to be noted that the acceleration
suppression command value computing unit 10J is config-
ured to perform the processing to be described below at
every predefined sampling time (for example, 10 msec).

As illustrated in FIG. 15, when the acceleration suppres-
sion command value computing unit 10J starts the process-
ing (START), firstly, in step S400, the acceleration suppres-
sion command value computing unit 10J refers to the
acceleration suppression activation condition determination
result signal received from the acceleration suppression
control computing unit 101. Then, processing of acquiring
the acceleration suppression activation condition determi-
nation result (“acceleration suppression activation condition
determination result acquisition processing” in the drawing)
is performed. When the processing of acquiring the accel-
eration suppression activation condition determination result
in step S400 is performed, the processing performed by the
acceleration suppression command value computing unit
10J proceeds to step S402.

In step S402, in addition to the acceleration suppression
activation condition determination result acquired in step
S400, processing of acquiring information for computing an
acceleration suppression command value (“acceleration sup-
pression command value computing information acquisition
processing” in the drawing) is performed. When the pro-
cessing of acquiring the information for computing the
acceleration suppression command value is performed in
step S402, the processing performed by the acceleration
suppression command value computing unit 10J proceeds to
step S404.

It is to be noted that the information for computing the
acceleration suppression command value is, for example,
information included in the acceleration suppression control
start timing signal, the acceleration suppression control
amount signal, the drive side pressed amount signal, the
accelerator manipulation speed signal, which have been
described above.

In step S404, processing of determining whether or not
the acceleration suppression activation condition determi-
nation result acquired in step S400 indicates that the accel-
eration suppression control operation condition is satisfied is
performed (“acceleration suppression control activation
condition satisfied?” in the drawing).

When it is determined in step S404 that the determination
result indicates the acceleration suppression control opera-
tion condition is satisfied (“Yes” in the drawing), the pro-
cessing performed by the acceleration suppression com-
mand value computing unit 10J proceeds to step S406.

On the other hand, when it is determined in step S404 that
the determination result indicates the acceleration suppres-
sion control operation condition is not satisfied (“No” in the
drawing), the processing performed by the acceleration
suppression command value computing unit 10J proceeds to
step S408.

In step S406, processing of computing the acceleration
suppression command value, which is an acceleration com-
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mand value for performing the acceleration suppression
control is performed (“acceleration suppression controlling
command value computing” in the drawing), on the basis of
the information for computing the acceleration suppression
command value acquired in step S402. When the processing
of computing the acceleration suppression command value
is performed in step S406, the processing performed by the
acceleration suppression command value computing unit
10J proceeds to step S410.

Note that, in the processing of computing the acceleration
suppression command value, the acceleration suppression
command value computing unit 10J refers to the pressed
amount of the accelerator pedal 32 included in the drive side
pressed amount signal and the acceleration suppression
control amount included in the acceleration suppression
control amount signal. Then, the acceleration suppression
command value computing unit 10J computes the accelera-
tion suppression control amount command value to suppress
the throttle opening degree corresponding to the actual
opening degree of the accelerator pedal 32 in a suppression
degree depending on the acceleration suppression control
amount (see FIG. 14).

Furthermore, in the processing of computing the accel-
eration suppression command value, the acceleration sup-
pression command value computing unit 10J refers to the
pressed amount of the accelerator pedal 32 included in the
drive side pressed amount signal and the acceleration sup-
pression control start timing included in the acceleration
suppression control start timing signal. Then, the accelera-
tion suppression command value computing unit 10J com-
putes the acceleration suppression control start timing com-
mand value to set the acceleration suppression control start
timing to a timing depending on the actual opening degree
of the accelerator pedal 32 (see FIG. 14).

Then, in the processing of operating the acceleration
suppression command value, the command value including
the acceleration suppression control amount command value
and the acceleration suppression control start timing com-
mand value, which have been computed as described above,
is computed as the acceleration suppression command value.

In step S408, processing of computing a normal accel-
eration command value (“normal acceleration controlling
command value computing” in the drawing) is performed.
The normal acceleration command value is an acceleration
command value to be used in drive force control without the
acceleration suppression control, that is, the normal accel-
eration control. When the processing of computing the
normal acceleration command value is performed in step
S408, the processing performed by the acceleration suppres-
sion command value computing unit 10J proceeds to step
S412.

Note that, in the processing of operating the normal
acceleration command value, the command value with
which the throttle opening degree is computed on the basis
of the pressed amount of the accelerator pedal 32 included
in the drive side pressed amount signal, is computed as the
normal acceleration command value.

In step S410, processing of outputting the acceleration
suppression command value signal including the accelera-
tion suppression command value computed in step S406 to
the target throttle opening degree computing unit 10K (“ac-
celeration suppression command value output” in the draw-
ing) is performed. When the processing of outputting the
acceleration suppression command value signal is per-
formed in step S410, the processing performed by the
acceleration suppression command value computing unit
10J is terminated (END).
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In step S412, processing of outputting the normal accel-
eration command value signal including the normal accel-
eration command value computed in step S408 to the target
throttle opening degree computing unit 10K (“normal accel-
eration command value output” in the drawing) is per-
formed. When the processing of outputting the normal
acceleration command value signal is performed in step
S412, the processing performed by the acceleration suppres-
sion command value computing unit 10J comes to an end
(END).

(Processing Performed by Target Throttle Opening Degree
Computing Unit 10K)

Next, the processing performed by the target throttle
opening degree computing unit 10K will be described, by
using FIG. 16, and referring to FIG. 1 to FIG. 15. FIG. 16
is a flowchart illustrating the processing performed by the
target throttle opening computing unit 10K. It is to be noted
that the target throttle opening degree computing unit 10K is
configured to perform the processing to be described below
at every predefined sampling time (for example, 10 msec).

When the target throttle opening degree computing unit
10K starts (START) the processing as illustrated in FIG. 16,
firstly, in step S500, the target throttle opening degree
computing unit 10K refers to the drive side pressed amount
signal received from the accelerator manipulation amount
computing unit 10G. Then, processing of acquiring the
pressed amount (manipulation amount) of the accelerator
pedal 32 included in the drive side pressed amount signal
(“accelerator operation amount acquisition processing” in
the drawing) is performed. When the processing of acquiring
the pressed amount (manipulation amount) of the accelerator
pedal 32 is performed in step S500, the processing per-
formed by the target throttle opening degree computing unit
10K proceeds to step S502.

In step S502, on the basis of the information signal
received from the acceleration suppression command value
computing unit 10J, processing of acquiring the acceleration
suppression command value (see step S406) or the normal
acceleration command value (see step S408) is performed
(“command value acquisition processing” in the drawing).
When the processing of acquiring the acceleration suppres-
sion command value or the normal acceleration command
value is performed in step S502, the processing performed
by the target throttle opening degree computing unit 10K
proceeds to step S504.

In step S504, on the basis of the pressed amount of the
accelerator pedal 32 acquired in step S500 and the command
value acquired in step S502, computing of the target throttle
opening degree (“target throttle opening degree computing”
in the drawing) is performed. When the target throttle
opening degree is computed in step S504, the processing
performed by the target throttle opening degree computing
unit 10K proceeds to step S506.

Note that, in step S504, when the command value
acquired in step S502 is the normal acceleration command
value (when the acceleration suppression activation condi-
tion is not satisfied), the throttle opening degree depending
on the pressed amount of the accelerator pedal 32 is com-
puted as the target throttle opening degree. On the other
hand, when the command value acquired in step S502 is the
acceleration suppression command value (when the accel-
eration suppression activation condition is satisfied), the
throttle opening degree depending on the acceleration sup-
pression control amount command value is computed as the
target throttle opening degree.
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The target throttle opening degree is computed by using
a following expression (1), for example.

0*=01-A0 o)

In the above expression (1), the target throttle opening
degree is indicated by “06*”, the throttle opening degree
depending on the pressed amount of the accelerator pedal 32
is indicated by “01”, and the acceleration suppression con-
trol amount is indicated by “A8”.

In step S506, the target throttle opening degree signal
including the target throttle opening degree 6* computed in
step S504 is output to the engine controller 12 (“target
throttle opening degree output” in the drawing). When the
processing of outputting the target throttle opening degree
signal to the engine controller 12 is performed in step S506,
the processing performed by the target throttle opening
degree computing unit 10K is terminated (END).

Note that, in step S506, when the command value
acquired in step S502 is the acceleration suppression com-
mand value, the target throttle opening degree signal is
output at a timing when the opening degree (pressed
amount) of the accelerator pedal 32 reaches the opening
degree corresponding to the acceleration suppression control
start timing.

(Operation)

Next, referring to FIG. 1 to FIG. 16, an example of an
operation performed by using the vehicular acceleration
suppression device 1 according to the present embodiment
will be described. In the example of the operation described
below, an example in which the vehicle V moving in a
parking space enters the parking frame L0 selected by the
driver will be described.

In a state where the vehicle speed of the vehicle V moving
in the parking space is equal to or higher than 15 km/h,
which is the vehicle speed threshold, an acceleration sup-
pression control activation condition is not satisfied. Thus,
the normal acceleration control on which a driver’s accel-
eration intention is reflected is performed without activating
the acceleration suppression control in the vehicle V.

When the vehicle speed becomes lower than the vehicle
speed threshold, the parking frame 1.0 is detected, the brake
pedal 30 is not manipulated, and the pressed amount of the
accelerator pedal 32 is equal to or larger than the threshold
accelerator manipulation amount, a determination is made
on whether or not the vehicle V enters the parking frame L.0.

Furthermore, while the vehicle V is traveling, the parking
frame certainty degree calculation unit 36 calculates the
parking frame certainty degree, and the parking frame
entering certainty degree calculation unit 38 calculates the
parking frame entering certainty degree. Then, the total
certainty degree calculation unit 40 calculates the total
certainty degree on the basis of the parking frame certainty
degree and the parking frame entering certainty degree.

Furthermore, while the vehicle V is traveling, on the basis
of the total certainty degree calculated by the total certainty
degree calculation unit 40, the acceleration suppression
control start timing computing unit 42 computes the accel-
eration suppression control start timing and the acceleration
suppression control amount computing unit 44 computes the
acceleration suppression control amount.

Then, when it is determined that the vehicle V enters the
parking frame L0 and it is determined that the acceleration
suppression control activation condition is satisfied, the
acceleration suppression command value computing unit
10J outputs the acceleration suppression command value
signal to the target throttle opening degree computing unit
10K. Furthermore, the target throttle opening degree com-
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puting unit 10K outputs the target throttle opening degree
signal to the engine controller 12.

Accordingly, when a driver manipulates the accelerator
pedal 32 in a state where the acceleration suppression
control activation condition is satisfied, the throttle opening
degree depending on the pressed amount of the accelerator
pedal 32 is suppressed to the opening degree depending on
the acceleration suppression control amount command
value. In addition to this, the start timing of suppressing the
throttle opening degree which depends on the pressed
amount of the accelerator pedal 32 is set to the timing
depending on the acceleration suppression control start
timing command value.

Thus, even if the accelerator pedal 32 is manipulated by
an erroneous manipulation or the like in a situation where
braking is appropriate such as the state where the vehicle V
moves to be closer to the position suitable for parking in the
parking frame L0, it is possible to suppress the throttle
opening degree depending on the total certainty degree. That
is, in a state where the total certainty degree is low, the
acceleration suppression amount (the suppression degree of
the throttle opening degree) is small. Hence, the degradation
in the drive performance can be reduced. In a state where the
total certainty degree is high, the acceleration suppression
amount is large. Hence, the acceleration suppression effect
of the vehicle V can be enhanced.

As described above, in the present embodiment, it is
possible to suppress the degradation in the drive perfor-
mance in the parking space before entering the parking
frame L0 at the time of parking. In addition, it is possible to
suppress acceleration of the vehicle V in the wrong manipu-
lation of the accelerator pedal 32.

Furthermore, in the present embodiment, as the total
certainty degree is higher, the acceleration suppression con-
trol amount is increased, so that the acceleration of the
vehicle V is suppressed and the safety is improved. Further-
more, as the total certainty degree is lower, the acceleration
suppression control start timing is delayed, so as to suppress
the degradation in the drive performance. In this way, in a
situation to be described below, the improvement in the
safety and the suppression of the degradation in the drive
performance are enabled. For example, on a road, in a
situation when starting the vehicle V which is waiting near
an indication of the parking frame [0 for parallel parking
beside the travel road, a certain level of acceleration needs
to be permitted.

Furthermore, in the situation to be described below, a
certain level of acceleration needs to be permitted. Specifi-
cally, other vehicles are existing on both sides (left and right
parking frames) of the parking frame 1.0 where the vehicle
V is to be parked, and the vehicle V moves forward to enter
some space on the opposite side (apart from each parking
frame). Then, the vehicle V moves backward to enter the
parking frame [0 where the vehicle V is to be parked, and
park the vehicle V there.

In these situations, by controlling the acceleration sup-
pression control start timing and the acceleration suppres-
sion control amount on the basis of the total certainty degree,
the acceleration of the vehicle V is suppressed to enable an
improvement in the safety. In addition to this, the accelera-
tion of the vehicle V is permitted to suppress a degradation
in the drive performance. Furthermore, the acceleration
suppression control amount is calculated to be smaller when
the parking frame certainty degree is lower than when the
parking frame certainty degree is high. In this way, it is
possible to suppress the degradation in the drive perfor-
mance in a situation where the current position of the vehicle
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V is a position which is not on a public road (for example,
in a parking space), as described below.

In the situation where the current position of the vehicle
V is the position which is not on the public road, the parking
frame certainty degree is calculated to be a low level, for
example, in a case where a line is detected in the image
captured by the surrounding environment recognition sensor
14, but the detected line is not specified as the parking frame
line. It is to be noted that a case where the detected line is
not specified as the parking frame line means a case where
one line and an end thereof are detected in the image
captured by the surrounding environment recognition sensor
14, however no line is detected short of the one detected line
(in the closer area to the vehicle V).

Furthermore, it is determined that the current position of
the vehicle V is the position which is not on the public road,
for example when the line detected in the image captured by
the surrounding environment recognition sensor 14 has a
blurred edge, or is spotted or blurred to be unclear, and thus
the parking frame certainty degree is calculated to be the low
level. This is because, as to the line indicated on the public
rad, they are often maintained by a public organization
periodically, and thus it is possible to suppose that the period
when the edge is blurred, or the line is spotted or blurred to
be unclear is short.

It is to be noted that the acceleration suppression com-
mand value computing unit 10J and the target throttle
opening computing unit 10K mentioned above correspond
to an acceleration control unit. Furthermore, the above-
mentioned surrounding environment recognition informa-
tion computing unit 10A corresponds to a surrounding
environment recognition unit.

Furthermore, the vehicle speed computing unit 10B, the
steering angle computing unit 10C, the steering angle speed
computing unit 10D, the brake pedal manipulation informa-
tion computing unit 10F, the accelerator manipulation
amount computing unit 10G, and the accelerator manipula-
tion speed computing unit 10H mentioned above correspond
to a vehicle travel state detection unit.

Furthermore, the acceleration suppression control start
timing computing unit 42, the acceleration suppression
control amount computing unit 44, the acceleration suppres-
sion command value computing unit 10J, and the target
throttle opening degree computing unit 10K mentioned
above correspond to an acceleration suppression unit. Fur-
thermore, the above-mentioned throttle opening degree cor-
responds to an acceleration command value. Furthermore,
the above-mentioned navigation device 26 corresponds to a
vehicle current position detection unit and a vehicle travel
road type detection unit.

Furthermore, as described above, in a vehicle acceleration
suppression method performed by the operation of the
vehicular acceleration suppression device 1 according to the
present embodiment, the acceleration command value
depending on the manipulation amount of the accelerator
pedal 32 is suppressed in a lower suppression degree when
the parking frame certainty degree is lower than when the
parking frame certainty degree is higher. Note that the
parking frame certainty degree means the degree of certainty
about the presence of the parking frame L0 in the travel
direction of the vehicle V, and is calculated on the basis of
the surrounding environment of the vehicle V.

Furthermore, as described above, in the vehicle accelera-
tion suppression method performed by the operation of the
vehicular acceleration suppression device 1 according to the
present embodiment, the acceleration command value
depending on the manipulation amount of the accelerator
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pedal 32 is suppressed in a lower suppression degree when
the total certainty degree is lower than when the total
certainty degree is higher. Note that the total certainty degree
means the degree of the total certainty of the parking frame
certainty degree and the parking frame entering certainty
degree. Furthermore, the parking frame entering certainty
degree means the degree of the certainty about whether the
vehicle V enters the parking frame L0.

Effects of First Embodiment

According to the present embodiment, following effects
to be described below will be brought out.
(1) The parking frame certainty degree calculation unit 36 is
configured to calculate the parking frame certainty degree on
the basis of the bird’s-eye view image (environment) of
surroundings of the vehicle V and the vehicle speed (travel
state) of the vehicle V. In addition to this, the suppression
degree of the acceleration command value is set to be lower
when the parking frame certainty degree calculated by the
parking frame certainty degree calculation unit 36 is lower
than when the parking frame certainty degree is higher. That
is, the suppression degree of the acceleration command
value is set to be higher when the parking frame certainty
degree calculated by the parking frame certainty degree
calculation unit 36 is higher than when the parking frame
certainty degree is lower. Therefore, it is possible to reduce
the degradation in the drive performance by decreasing the
suppression degree of the acceleration command value,
when the parking frame certainty degree is low, and to
enhance the acceleration suppression effect of the vehicle by
increasing the suppression degree of the acceleration com-
mand value, when the parking frame certainty degree is
high. As a result, it is possible to suppress the degradation in
the drive performance of the vehicle V at the time of
parking, and to suppress the acceleration of the vehicle V
when the accelerator pedal 32 is erroneously manipulated.
(2) The parking frame entering certainty degree calculation
unit 38 is configured to calculate the parking frame entering
certainty degree on the basis of the bird’s-eye view image
(environment) of surroundings of the vehicle V, and the
vehicle speed of the vehicle V and the rotation angle of the
steering wheel 28 (travel state). In addition to this, the total
certainty degree calculation unit 40 is configured to calculate
the total certainty degree on the basis of the parking frame
certainty degree calculated by the parking frame certainty
degree calculation unit 36 and the parking frame entering
certainty degree calculated by the parking frame entering
certainty degree calculation unit 38. Furthermore, the sup-
pression degree of the acceleration command value is set to
be lower when the total certainty degree calculated by the
total certainty degree calculation unit 40 is lower than when
the total certainty degree is higher. Accordingly, the sup-
pression degree of the acceleration command value can be
controlled depending on the degree of the certainty about the
presence of a parking frame L0 in the travel direction of the
vehicle V and the degree of the certainty about whether
vehicle V enters the parking frame [L0. As a result, in
addition to the above-described effect (1), it is possible to
suppress the degradation in the drive performance of the
vehicle V at the time of parking, and to suppress the
acceleration of the vehicle V when the accelerator pedal 32
is erroneously manipulated.
(3) The acceleration suppression control start timing com-
puting unit 42, the acceleration suppression command value
computing unit 10J, and the target throttle opening degree
computing unit 10K are configured to delay the acceleration
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suppression control start timing to decrease the suppression
degree of the acceleration command value. As a result, it is
possible to control the start timing of suppressing the throttle
opening degree which depends on the pressed amount of the
accelerator pedal 32 to control the suppression degree of the
acceleration command value.
(4) The acceleration suppression control amount computing
unit 44, the acceleration suppression command value com-
puting unit 10J; and the target throttle opening degree
computing unit 10K are configured to reduce acceleration
suppression control amount to decrease the suppression
degree of the acceleration command value. As a result, it is
possible to control the suppression amount of the throttle
opening degree which depends on the pressed amount of the
accelerator pedal 32 to control the suppression degree of the
acceleration command value.
(5) According to the vehicle acceleration suppression
method according to the present embodiment, the parking
frame certainty degree is calculated on the basis of the
bird’s-eye view image (environment) of surroundings of the
vehicle V and the vehicle speed (travel state) of the vehicle
V. In addition to this, when entering of the vehicle V into the
parking frame [0 is detected and the parking frame certainty
degree is lower, the acceleration command value is sup-
pressed in a lower suppression degree, than when the
parking frame certainty degree is higher. Therefore, it is
possible to reduce the degradation in the drive performance
by decreasing the suppression degree of the acceleration
command value, when the parking frame certainty degree is
low, and to enhance the acceleration suppression effect of
the vehicle by increasing the suppression degree of the
acceleration command value, when the parking frame cer-
tainty degree is high. As a result, it is possible to suppress the
degradation in the drive performance of the vehicle V at the
time of parking, and to suppress the acceleration of the
vehicle V when the accelerator pedal 32 is erroneously
manipulated.
(6) According to the vehicle acceleration suppression
method according to the present embodiment, the parking
frame entering certainty degree is calculated on the basis of
the bird’s-eye view image (environment) of surroundings of
the vehicle V and the vehicle speed (travel state) of the
vehicle V. In addition to this, the total certainty degree is
calculated on the basis of the parking frame certainty degree
and the parking frame entering certainty degree. The accel-
eration command value is suppressed in a lower suppression
degree when the total certainty degree is lower than when
the total certainty degree is higher. Accordingly, the sup-
pression degree of the acceleration command value can be
controlled depending on the degree of the certainty about the
presence of a parking frame L0 in the travel direction of the
vehicle V and the degree of the certainty about whether the
vehicle V enters the parking frame [0. As a result, in
addition to the above-described effect (5), it is possible to
suppress the degradation in the drive performance of the
vehicle V at the time of parking, and to suppress the
acceleration of the vehicle V when the accelerator pedal 32
is erroneously manipulated.

(Modifications)
(1) In the present embodiment, the acceleration suppression
control start timing and the acceleration suppression control
amount are computed on the basis of the total certainty
degree calculated the total certainty degree calculation unit
40. However, the present disclosure is not limited to this.
That is, the acceleration suppression control start timing and
the acceleration suppression control amount may be com-
puted only on the basis of the parking frame certainty degree
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calculated by the parking frame certainty degree calculation
unit 36. In this case, the acceleration suppression control
start timing and the acceleration suppression control amount
are calculated, for example, by applying the parking frame
certainty degree on an acceleration suppression condition
computing map illustrated in FIG. 17. It is to be noted that
FIG. 17 is a view illustrating the modification of the present
embodiment.

(2) In the present embodiment, the parking frame certainty
degree calculation unit 36 is configured to calculate the
parking frame certainty degree on the basis of the bird’s-eye
view image (environment) of surroundings of the vehicle V
and the vehicle speed (travel state) of the vehicle V. How-
ever, the parking frame certainty degree calculation unit 36
is not limited to this. That is, the parking frame certainty
degree calculation unit 36 may be configured to calculate the
parking frame certainty degree by using not only the bird’s-
eye view image of surroundings of the vehicle V and the
vehicle speed, but also a current position of the vehicle V
included in the vehicle position signal and the type of road
(road type) on which the vehicle V travels included in the
travel road information signal. In this case, for example,
when it is detected that the current position of the vehicle V
is on a public road on the basis of the vehicle position signal
and the travel road information signal, it is determined that
there is no parking frame .0 around the vehicle V, and the
parking frame certainty degree is calculated as “level 0”. In
this way, for example, when the vehicle V moves into the
parking frame in which the operation of the acceleration
suppression control is not desirable, such as a parking frame
arranged at a roadside of a public road, or the like, it is
possible to suppress the degradation in the drive perfor-
mance of the vehicle V.

(3) In the present embodiment, when determining that the
end points of the lines La and Lb face each other in the width
WL direction, the parking frame certainty degree calculation
unit 36 calculates the parking frame certainty degree as the
level 3 or the level 4 (see step S212). However, the pro-
cessing of calculating the parking frame certainty degree as
the level 3 or level 4 is not limited to this. That is, the end
point of the line L has a shape that is not indicated on a
public road, for example, such as a letter U shape (see FIGS.
4G to 4K, 4M, and 4N), the parking frame certainty degree
may be calculated as the level 3 or the level 4.

(4) In the present embodiment, the parking frame certainty
degree calculation unit 36 is configured to calculate the
parking frame certainty degree on the basis of the bird’s-eye
view image (environment) of surroundings of the vehicle V
and the vehicle speed (travel state) of the vehicle V. How-
ever, the parking frame certainty degree calculation unit 36
is not limited to this. That is, when the vehicle V is
configured to include the device (parking support device) for
supporting a driver operating the steering operation to the
parking frame [0, and the parking support device is in the
ON state, the level of the parking frame certainty degree
may be easily increased. Note that the configuration in
which the level of the parking frame certainty degree is
easily increased is, for example, a configuration in which the
above-mentioned predefined travel distance is set to be
shorter than usual.

Furthermore, the parking support device may be, for
example, a device which displays a surrounding situation as
a bird’s-eye view image or the like on a monitor for parking
the vehicle, or a device which sets a target parking position
on a screen for guiding a course for parking. These devices
may be used by manipulating a screen selector switch for
displaying the surrounding situation as the bird’s-eye view
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image or the like on the monitor, or a screen selector switch
for setting the target parking position on the screen. Then,
when the parking support device turns to the ON state upon
manipulation of these switches, the parking frame may
become easy to be detected, such that the level of the parking
frame certainty degree may be easily increased.

Note that as a method of making the parking frame easy
to be detected, for example, a method of correct the setting
values such that the above-mentioned conditions C1 to C4 in
step S206 is easily satisfied may be adopted. Furthermore,
other than this method, the predefined travel distance which
is used in step S206 to determine that the continuous
verification state reaches the predefined travel distance may
be set to be shorter. Furthermore, for example, the condition
of the end point used in step S212 to determine that the
parking frame certainty degree is “level 3” or “level 4”, such
as the number of the end point may be set to be smaller than
the initial settings. It is to be noted that, as a method of
making the parking frame easy to be detected, for example,
a method of detecting that the parking frame certainty
degree is a predefined level (“level 4” for example) regard-
less of the actual detection condition of the parking frame
may be adopted.

(5) In the present embodiment, the acceleration suppression
control amount and the acceleration suppression control start
timing are changed on the basis of the total certainty degree
so as to change the suppression degree of the acceleration
command value. However, the present disclosure is not
limited to this. That is, depending on the total certainty
degree, only the acceleration suppression control start tim-
ing or only the acceleration suppression control amount may
be changed so as to change the suppression degree of the
acceleration command value. In this case, for example, as
the total certainty degree is higher, the acceleration suppres-
sion control amount may be set to be higher, so that the
suppression degree of the acceleration command value may
be increased without changing the acceleration suppression
control start timing.

(6) In the present embodiment, the total certainty degree is
calculated on the basis of the parking frame certainty degree
and the parking frame entering certainty degree which have
been calculated, regardless of the number of the frame line
detected in calculating the level of the parking frame cer-
tainty degree. However, the present disclosure is not limited
to this. That is, the total certainty degree may be calculated,
for example, on the basis of the number of the lines L
detected when the above-mentioned condition B is satisfied.
In this case, for example, the parking frame certainty degree
and the parking frame entering certainty degree which have
been calculated, and the number of the lines L when the
condition B is satisfied are applied on a total certainty degree
calculation map illustrated in FIG. 18. Then, the total
certainty degree is calculated on the basis of the parking
frame certainty degree, the parking frame entering certainty
degree, and the number of the lines L when the condition B
is satisfied. It is to be noted that FIG. 18 is a view illustrating
the total certainty degree calculation map used in the modi-
fication of the present embodiment. Furthermore, similarly
to FIG. 13, the parking frame certainty degree is indicated as
“frame certainty degree” and the parking frame entering
certainty degree is indicated as “entering certainty degree”
in FIG. 18.

In the above-mentioned case, as illustrated in FIG. 18,
when the parking frame entering certainty degree is “low
level” and the parking frame certainty degree is calculated as
“level 1” or “levels 2 to 47, the total certainty degree is
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calculated depending on the type of the lines L. detected
when the condition B is satisfied.

Specifically, in a case where the parking frame entering
certainty degree is “low level”, the parking frame certainty
degree is calculated as “level 17, and the type of the lines L.
detected when the condition B is satisfied is a single line, the
total certainty degree is calculated to be a value not to
perform the acceleration suppression control, similarly to
the case of “level 0”. Furthermore, in a case where the
parking frame entering certainty degree is “low level”, the
parking frame certainty degree is calculated as “level 17, and
the type of the lines L. detected when the condition B is
satisfied is a double line, the total certainty degree is
calculated as “extremely-low”.

Furthermore, in a case where the parking frame entering
certainty degree is “low level”, the parking frame certainty
degree is calculated as “levels 2 to 47, and the type of the
lines L detected when the condition B is satisfied is a single
line, the total certainty degree is calculated as “extremely-
low”. Furthermore, in a case where the parking frame
entering certainty degree is “low level”, the parking frame
certainty degree is calculated as “levels 2 to 4”, and the type
of the lines L detected when the condition B is satisfied is a
double line, the total certainty degree is calculated as
“extremely-high”.

Note that, when the total certainty degree is calculated by
using the total certainty degree calculation map illustrated in
FIG. 18, the acceleration suppression control start timing is
computed, for example, by applying the total certainty
degree that has been calculated on a acceleration suppres-
sion condition computing map illustrated in FIG. 19. It is to
be noted that FIG. 19 is a view illustrating the acceleration
suppression condition computing map used in the modifi-
cation of the present embodiment. Furthermore, similarly to
FIG. 14, in a column of the “acceleration suppression
condition” in FIG. 19, the acceleration suppression control
start timing is indicated by “suppression control start timing
(accelerator opening degree)”.

In a case where the acceleration suppression control start
timing is computed by using the acceleration suppression
condition computing map illustrated in FIG. 19, when the
total certainty degree is “extremely-low”, the acceleration
suppression control start timing is determined by starting the
measurement of time at the time when the opening degree of
the accelerator pedal 32 increases and reaches “80%”. In
addition to this, the time when the measured time in which
the opening degree of the accelerator pedal 32 is equal to or
higher than “80%" reaches “0.25 sec” is set as the accel-
eration suppression control start timing. That is, when the
total certainty degree is “extremely-low”, the acceleration
suppression control starts at the time when the measured
time in which the opening degree of the accelerator pedal 32
is equal to or higher than “80%” reaches “0.25 sec”.

Furthermore, the acceleration suppression control amount
when the total certainty degree is “extremely-low” is set to
a control amount to suppress the throttle opening degree to
“small” level. It is to be noted that, similarly to FIG. 14, in
a column of the “acceleration suppression condition” in FIG.
19, the acceleration suppression control amount is indicated
by “suppression control amount”.

On the other hand, when the total certainty degree is
“extremely-high”, the acceleration suppression control start
timing is determined by starting the measurement of time at
the time when the opening degree of the accelerator pedal 32
increases and reaches “50%”. In addition to this, the time
when the measured time in which the opening degree of the
accelerator pedal 32 is equal to or higher than “50%” reaches
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“0.65 sec” is set as the acceleration suppression control start
timing. That is, when the total certainty degree is
“extremely-high”, the acceleration suppression control starts
at the time when the measured time in which the opening
degree of the accelerator pedal 32 is equal to or higher than
“50%” reaches “0.65 sec”.

Furthermore, the acceleration suppression control amount
when the total certainty degree is “extremely-high” is set to
a control amount to suppress the throttle opening degree to
“large” level.

An example of the operation in a case where the accel-
eration suppression control start timing is computed by
using the acceleration suppression condition computing map
illustrated in FIG. 19 will be described below.

When using the acceleration suppression condition com-
puting map illustrated in FIG. 19, the acceleration suppres-
sion control start timing on the basis of the total certainty
degree and a holding time have a relationship illustrated in
FIG. 20. It is to be noted that the FIG. 20 is a view
illustrating the relationship between the acceleration sup-
pression control start timing and the holding time. Further-
more, FIG. 20 represents the acceleration suppression con-
trol start timing in abscissa as “accelerator opening degree
(%)” and the holding time in ordinate as “holding time
(sec)”.

As illustrated in FIG. 20, when the total certainty degree
is calculated as “extremely-low”, the time PL. when the
measured time in which the accelerator opening degree is
equal to or higher than “80% reaches “0.25 sec” is set as the
acceleration suppression control start timing. Furthermore,
when the total certainty degree is calculated as “extremely-
high”, the time PH when the measured time in which the
accelerator opening degree is equal to or higher than “50%”
reaches “0.65 sec” is set as the acceleration suppression
control start timing. It is to be noted that the solid line
continuously indicates a control threshold used as a refer-
ence for setting the acceleration suppression control start
timing.

However, when the image captured by the surrounding
environment recognition sensor 14 changes while the
vehicle V is traveling, the type of the line L detected when
the condition B is satisfied may change.

It is assumed that the type of the line L. detected when the
condition B is satisfied changes from a single line to a
double line in a situation where the parking frame certainty
degree is calculated as “levels 2 to 4”. In this case, at the
time when the type of the line L. detected when the condition
B is satisfied changes from a single line to a double line, the
total certainty degree changes from “extremely-low” to
“extremely-high”.

At the time when the type of the line L. detected when the
condition B is a single line, the timing PL illustrated in FIG.
20 is set as the acceleration suppression control start timing,
and thus the measurement of the holding timing does not
start until the accelerator opening degree reaches 80%.

However, in a case where the total certainty degree
changes from “extremely-low” to “extremely-high”, even
when the accelerator opening degree has already reached
50%, the measurement of the holding timing starts at the
time when the total certainty degree changes from
“extremely-low” to “extremely-high”. Then, in FIG. 20, the
time SP where the line indicating the relationship of the
measurement time and the accelerator opening degree inter-
sects with the line continuously indicating the control
threshold, the acceleration suppression control starts. It is to
be noted that the broken line in FIG. 20 indicates the change
in the accelerator opening degree through time.
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Therefore, when the total certainty degree changes from
“extremely-low” to “extremely-high”, the start timing of the
acceleration suppression control is delayed in comparison
with the case where the total certainty degree is calculated
as “extremely-high” from the beginning. Therefore, it is
possible to suppress the degradation in the drive perfor-
mance in a situation where the vehicle V traveling in a
parking space which has a configuration in which plural
parking frames are arranged, such as a parking tower or the
like, travels an uphill slope when moving from a parking
space in a lower layer to a parking space in a higher layer.
This operation is apply on a situation, for example, where
the state of vehicle shifts from a straight travel state to a
turning travel state before traveling the uphill slope, and the
vehicle speed thereof decreases, and the type of the line L
detected when the condition B is satisfied changes from a
single line to a double line, and thus the total certainty
degree changes from “extremely-low” to “extremely-high”.

In this situation, even when the state of vehicle shifts from
the straight travel state to the turning travel state before
traveling the uphill slope, the vehicle speed thereof
decreases, and thus the total certainty degree changes from
“extremely-low” to “extremely-high”, the start timing of the
acceleration suppression control is delayed in comparison
with the case where the total certainty degree is calculated
as “extremely-high” from the beginning. In this way, the
start timing of the acceleration suppression control is
delayed in comparison with the case where the total cer-
tainty degree is calculated as “extremely-high” from the
beginning, and the start timing is set to a time when the
vehicle travels the uphill slope and the parking frame
certainty degree is highly likely calculated as “level 0”.

Next, for example, it is assumed that the type of the line
L detected when the condition B is satisfied is a single line
in a situation where the parking frame certainty degree is
calculated as “levels 2 to 4”, and the parking frame entering
certainty degree changes “low level” to “high level”. In this
case, at the time when the parking frame entering certainty
degree changes “low level” to “high level”, the total cer-
tainty degree changes from “extremely-low” to “extremely-
high”. Then, similarly to the case where the type of the line
L detected when the condition B is satisfied changes from a
single line to a double line, the start timing of acceleration
suppression control is delayed in comparison with the case
where the total certainty degree is calculated as “extremely-
high” from the beginning.

Therefore, it is possible to suppress the degradation in the
drive performance in a situation where the vehicle V turns
left at an intersection, and then the vehicle V overtakes
another vehicle which has been already parked, and then the
vehicle enters to the parking frame arranged at a roadside
and is parked. This operation is apply on a situation where
the parking frame entering certainty degree changes “low
level” to “high level” and thus the total certainty degree
changes from “extremely-low” to “extremely-high”, when
the vehicle V, which has turned left at the intersection,
overtakes the right side of other vehicle and then moves to
the left toward the road side.

In this situation, even when the vehicle speed which has
been reduced for the left turn in the intersection increases
and the total certainty degree changes from “extremely-low”
to “extremely-high”, the start timing of acceleration sup-
pression control is delayed in comparison with the case
where the total certainty degree is calculated as “extremely-
high” from the beginning. In this way, the start timing of the
acceleration suppression control is delayed in comparison
with the case where the total certainty degree is calculated
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as “extremely-high” from the beginning, and the start timing
of the acceleration suppression control is set to a time when
the vehicle in traveling starts parking and thus the speed
thereof highly likely decreases on the public road.

(8) In the present embodiment, the acceleration command
value is controlled to suppress the acceleration of the vehicle
V which depends on the pressed amount (drive force
manipulation amount) of the accelerator pedal 32. However,
the present embodiment is not limited to this. That is, for
example, the throttle opening degree depending on the
pressed amount (drive force manipulation amount) of the
accelerator pedal 32 may be set to a target throttle opening
degree, and in addition, a brake force may be generated by
the above-descried brake device so that the acceleration of
the vehicle V depending on the drive force manipulation
amount may be suppressed.

(8) In the present embodiment, the parking frame certainty
degree is calculated as the level 0 that is a minimum value
and several stages of level (levels 1 to 4) higher than the
minimum value. However, the stages of the parking frame
certainty degree are not limited to them. That is, the parking
frame certainty degree may be calculated as only two stages,
including a level (for example, “level 07) that is the mini-
mum value and the other level (for example, “level 100™)
that is higher than the minimum value.

(9) In the present embodiment, the parking frame entering
certainty degree is calculated as the “level 0” that is the
minimum value, the “low level” that is higher than the level
0, or the “high level” that is higher than the low level.
However, the stages of the parking frame entering certainty
degree are not limited to this. That is, the parking frame
entering certainty degree, may be calculated as only two
stages including a level (for example, “level 0”) that is the
minimum value and the other level (for example, “level
100”) that is higher than the minimum value.

(10) In the present embodiment, the total certainty degree is
calculated as any one of four stages of level (“extremely
low”, “low”, “high”, and “extremely high”) depending on
the parking frame certainty degree that has been calculated
as any one of five stages of level and the parking frame
entering certainty degree that has been calculated as any one
of three stages of level. However, the stages of the total
certainty degree are not limited to this. That is, the total
certainty degree may be calculated as only two stages of
level including a level (for example, “level 0”) that is the
minimum value and the other level (for example, “level
100”) that is higher than the minimum value. In this case,
when the parking frame certainty degree and the parking
frame entering certainty degree are calculated as the level
that is the minimum value, for example, the total certainty
degree is calculated as the level that is the minimum value.
Furthermore, for example, when the parking frame certainty
degree and the parking frame entering certainty degree are
calculated as the level that is higher than the minimum
value, the total certainty degree may be calculated as the
level that is higher than the minimum value.

Second Embodiment

Hereinafter, the second embodiment of the present dis-
closure (hereinafter, referred to as “the present embodi-
ment”) will now be described with reference to the draw-
ings.

(Configuration)

Firstly, the configuration of the vehicular acceleration
suppression device 1 according to the present embodiment
will be described, by using FIG. 21 and FIG. 22, and
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referring to FIG. 1 to FIG. 20. The vehicular acceleration
suppression device 1 according to the present embodiment is
similar to the above-mentioned first embodiment except the
processing performed by the acceleration suppression con-
trol computing unit 101. Thus, the explanation for other than
the processing performed by the acceleration suppression
control computing unit 101 may be omitted.

Furthermore, the wvehicular acceleration suppression
device 1 according to the present embodiment is different
from the above-mentioned first embodiment in processing
other than the processing performed by the acceleration
suppression activation condition determination unit 34 and
the parking frame entering certainty degree calculation unit
38 out of processing performed by the acceleration suppres-
sion control computing unit 101. Therefore, in the following
explanation, the description of processing similar to that in
the above-mentioned embodiment may be omitted.

In the processing of step S208, the parking frame certainty
degree calculation unit 36 in the present embodiment deter-
mines whether the travel direction of the vehicle V is the
direction of forward movement or backward movement
firstly, and set the predefined travel distance depending on
the determination result. Then, on the basis of the predefined
travel distance set depending on the travel direction of the
vehicle V, the processing of determining whether or not the
satisfaction of the condition is continuously verified in the
processing of step S206 after the processing of step S206
starts until the travel distance of the vehicle V reaches a
predefined travel distance, is performed.

Note that the processing of setting the predefined travel
distance depending on the travel direction of the vehicle V
is performed, for example, by referring to the current shift
position signal received from the shift position computing
unit 10E.

Furthermore, in the present embodiment, as an example,
a description will be also given of a case where the pre-
defined travel distance is set to 2.5 m when it is determined
that the travel direction of the vehicle V is the direction of
the forward movement, and the predefined travel distance is
set to 1 m when it is determined that the travel direction of
the vehicle V is the direction of the backward movement.

It is to be noted that the above-mentioned predefined
travel distance is an example, and it may be changed
depending on the data of the vehicle V such as a brake
performance of the vehicle V. Furthermore, for example, it
may be changed depending on the local (national) traffic
regulation where the vehicle V travels.

Therefore, in the processing of step S208 in the present
embodiment, in the case where the travel direction of the
vehicle V is the direction of the forward movement, the level
of'the parking frame certainty degree is less easily calculated
as “level 17, in comparison with the case where the travel
direction of the vehicle V is the direction of the backward
movement.

Furthermore, in the processing of step S212 described
above, the parking frame certainty degree calculation unit 36
in the present embodiment determines whether the travel
direction of the vehicle V is the direction of the forward
movement or the backward movement, firstly.

Then, in the case where the travel direction of the vehicle
V is the direction of the forward movement, when it is
determined that the end points located on the same side face
each other in the direction of the width WL, the processing
performed by the parking frame certainty degree calculation
unit 36 proceeds to step S216, similarly to the above-
mentioned first embodiment.
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On the other hand, in the case where the travel direction
of the vehicle V is the direction of the backward movement,
when it is recognized that the end point of one of the lines
La and Lb has, for example, a letter U shape (see FIGS. 4G
to 4K, 4M, and 4N), the processing performed by the
parking frame certainty degree calculation unit 36 proceeds
to step S216. That is, in the case where the travel direction
of the vehicle V is the direction of the backward movement,
when it is recognized that the end point of one of the lines
La and Lb has a shape that is not indicated on a public road,
the processing performed by the parking frame certainty
degree calculation unit 36 proceeds to step S216.

Therefore, in the processing of step S212 in the present
embodiment, in the case where the travel direction of the
vehicle V is the direction of the forward movement, the level
of'the parking frame certainty degree is less easily calculated
as “level 3”, in comparison with the case where the travel
direction of the vehicle V is the direction of the backward
movement.

That is, in the present embodiment, the level of the
parking frame certainty degree is less easily increased in the
case where the travel direction of the vehicle V is the
direction of the forward movement, in comparison with the
case where the travel direction of the vehicle V is the
direction of the backward movement. Therefore, in the
present embodiment, the suppression degree of the accel-
eration command value is higher in the case where the travel
direction of the vehicle V is the direction of the backward
movement than in the case where the travel direction of the
vehicle V is the direction of the forward movement.

Furthermore, the total certainty degree calculation unit 40
is configured to receive an input of the parking frame
certainty degree signal and the parking frame entering
certainty degree signal, and to apply the parking frame
certainty degree included in the parking frame certainty
degree signal and the parking frame entering certainty
degree included in the parking frame entering certainty
degree signal on a total certainty degree calculation map
illustrated in FIG. 21. Then, the total certainty degree is
calculated on the basis of the parking frame certainty degree
and the parking frame entering certainty degree.

It is to be noted that FIG. 21 is a view illustrating the total
certainty degree calculation map used in the present embodi-
ment. Furthermore, similarly to FIG. 13, the parking frame
certainty degree is indicated as “frame certainty degree” and
the parking frame entering certainty degree is indicated as
“entering certainty degree” in FIG. 21.

Note that the total certainty degree calculation map used
by the total certainty degree calculation unit 40 in the present
embodiment is different from the total certainty degree
calculation map used by the total certainty degree calcula-
tion unit 40 in the first embodiment in that the level of the
total certainty degree changes depending on the determina-
tion result of the travel direction of the vehicle V. It is to be
noted that in a column of the “entering certainty degree” in
FIG. 21, the total certainty degrees when it is determined
that the travel direction of the vehicle V is the direction of
the forward movement are indicated by “low forward move-
ment level” and “high forward movement level”. In addition
to this, the column of the “entering certainty degree” in FIG.
21, the total certainty degrees when it is determined that the
travel direction of the vehicle V is the direction of the
backward movement are indicated by “low backward move-
ment level” and “high backward movement level”.

Furthermore, as illustrated in FIG. 21, the total certainty
degree calculation unit 40 in the present embodiment is
configured to calculate the total certainty degree when it is
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determined that the travel direction of the vehicle V is the
direction of the backward movement as being equal to or
higher than the total certainty degree when it is determined
that the travel direction of the vehicle V is the direction of
the forward movement.

In an example of processing by the total certainty degree
calculation unit 40 in the present embodiment of calculating
the total certainty degree, when the parking frame certainty
degree is “level 2” and the parking frame entering certainty
degree is “high forward movement level”, the total certainty
degree is calculated as “low” as illustrated in FIG. 21. On the
other hand, when the parking frame certainty degree is
“level 2” and the parking frame entering certainty degree is
“high backward movement level”, the total certainty degree
is calculated as “high” as illustrated in FIG. 21.

Furthermore, as an example of processing by the total
certainty degree calculation unit 40 in the present embodi-
ment of calculating the total certainty degree, a processing
in which the level of the parking frame certainty degree is
easily increased when the vehicle V moves forward may be
performed, by considering the vehicle as being already
parked even when the travel direction of the vehicle V is the
direction of the forward movement to calculate the total
certainty degree in the same manner as the case of the
backward movement. This processing is applied on the case
where the parking frame certainty degree is calculated as
“level 1” when the vehicle V moves forward, and then the
vehicle moves backward by a predetermined distance (2.5
m, for example) or shorter, and then the vehicle moves
forward again.

As described above, in the present embodiment, the level
of the total certainty degree is less easily increased in the
case where the travel direction of the vehicle V is the
direction of the forward movement, in comparison with the
case where the travel direction of the vehicle V is the
direction of the backward movement. Therefore, in the
present embodiment, the suppression degree of the accel-
eration command value is higher in the case where the travel
direction of the vehicle V is the direction of the backward
movement than in the case where the travel direction of the
vehicle V is the direction of the forward movement.

Furthermore, when it is determined that the travel direc-
tion of the vehicle V is the direction of the backward
movement, the acceleration suppression control start timing
computing unit 42 in the present embodiment applies the
total certainty degree included in the total certainty degree
signal on the acceleration suppression condition computing
map for backward movement illustrated in FIG. 22. Then,
the acceleration suppression control start timing is computed
on the basis of the total certainty degree.

It is to be noted that FIG. 22 is a view illustrating the
acceleration suppression condition computing map for the
backward movement. Furthermore, similarly to FIG. 14, in
a column of the “acceleration suppression condition” in FIG.
22, the acceleration suppression control start timing is
indicated by “suppression control start timing (accelerator
opening degree)”.

Note that, in the acceleration suppression condition com-
puting map for the backward movement used by the accel-
eration suppression control start timing computing unit 42 in
the present embodiment, the acceleration suppression con-
trol start timing corresponding to the total certainty degree
is set to be earlier than that in the acceleration suppression
condition computing map in the above-mentioned first
embodiment. Therefore, in the acceleration suppression con-
dition computing map for the backward movement used by
the acceleration suppression control start timing computing
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unit 42 in the present embodiment, the suppression degree of
the acceleration command value is higher in the case where
the travel direction of the vehicle V is the direction of the
backward movement, than in the case where the travel
direction of the vehicle V is the direction of the forward
movement.

As an example of the processing performed by the accel-
eration suppression control start timing computing unit 42 in
the present embodiment, when the total certainty degree is
“low”, the acceleration suppression control start timing is set
to a timing when the opening degree of the accelerator pedal
32 increases and reaches “50%”, as illustrated in FIG. 22. It
is to be noted that the acceleration suppression control start
timing illustrated in FIG. 22 is an example, and it may be
changed depending on the data of the vehicle V or the like,
similarly to the acceleration suppression control start timing
illustrated in FIG. 14.

Furthermore, when it is determined that the travel direc-
tion of the vehicle V is the direction of the backward
movement, the acceleration suppression control amount
computing unit 44 in the present embodiment applies the
total certainty degree included in the total certainty degree
signal on the acceleration suppression condition computing
map for backward movement illustrated in FIG. 22. Then,
the acceleration suppression control amount is computed on
the basis of the total certainty degree. It is to be noted that,
similarly to FIG. 14, in a column of the “acceleration
suppression condition” in FIG. 22, the acceleration suppres-
sion control amount is indicated by “suppression control
amount”.

Note that, in the acceleration suppression condition com-
puting map for the backward movement used by the accel-
eration suppression control amount computing unit 44 in the
present embodiment, the acceleration suppression control
amount corresponding to the total certainty degree is set to
be larger than that in the acceleration suppression condition
computing map in the above-mentioned first embodiment.
Therefore, in the acceleration suppression condition com-
puting map for the backward movement used by the accel-
eration suppression control amount computing unit 44 in the
present embodiment, the suppression degree of the accel-
eration command value is higher in the case where the travel
direction of the vehicle V is the direction of the backward
movement, than in the case where the travel direction of the
vehicle V is the direction of the forward movement.

In an example of the processing performed by the accel-
eration suppression control amount computing unit 44 in the
present embodiment, when the total certainty degree is
“extremely low”, the acceleration suppression control
amount is set to a control amount to suppress the throttle
opening degree corresponding to the actual opening degree
of the accelerator pedal 32 to “medium” level, as illustrated
in FIG. 22. It is to be noted that the acceleration suppression
control amount illustrated in FIG. 22 is an example, and it
may be changed depending on the data of the vehicle V or
the like, similarly to the acceleration suppression control
amount illustrated in FIG. 14.

As described above, in the present embodiment, the
acceleration suppression control start timing is set to be
earlier and the acceleration suppression control amount is set
to be lager in the case where the travel direction of the
vehicle V is the direction of the forward movement, than in
the case where the travel direction of the vehicle V is the
direction of the backward movement. Therefore, in the
present embodiment, the suppression degree of the accel-
eration command value is higher in the case where the travel
direction of the vehicle V is the direction of the backward
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movement than in the case where the travel direction of the
vehicle V is the direction of the forward movement.

(Operation)

Next, referring to FIG. 1 to FIG. 22, an example of an
operation performed by using the vehicular acceleration
suppression device 1 according to the present embodiment
will be described. It is to be noted that the explanation for
the operation similar to that in the above-mentioned first
embodiment may be omitted. In the example of the opera-
tion described below, similarly to the above-mentioned first
embodiment, an example in which the vehicle V moving in
a parking space enters the parking frame [0 selected by the
driver will be described.

While the vehicle V is traveling, the parking frame
certainty degree calculation unit 36 calculates the parking
frame certainty degree, and the parking frame entering
certainty degree calculation unit 38 calculates the parking
frame entering certainty degree. Then, the total certainty
degree calculation unit 40 calculates the total certainty
degree on the basis of the parking frame certainty degree and
the parking frame entering certainty degree.

Furthermore, while the vehicle V is traveling, on the basis
of the total certainty degree calculated by the total certainty
degree calculation unit 40, the acceleration suppression
control start timing computing unit 42 computes the accel-
eration suppression control start timing and the acceleration
suppression control amount computing unit 44 computes the
acceleration suppression control amount.

Then, when it is determined that the vehicle V enters the
parking frame L0 and it is determined that the acceleration
suppression control activation condition is satisfied, the
acceleration suppression command value computing unit
10J outputs the acceleration suppression command value
signal to the target throttle opening degree computing unit
10K. Furthermore, the target throttle opening degree com-
puting unit 10K outputs the target throttle opening degree
signal to the engine controller 12.

Note that, in the processing by the parking frame certainty
degree calculation unit 36 of calculating the parking frame
certainty degree in the present embodiment, the level of the
parking frame certainty degree is less easily increased in the
case where the travel direction of the vehicle V is the
direction of the forward movement, in comparison with the
case where the travel direction of the vehicle V is the
direction of the backward movement.

Therefore, in the state where the acceleration suppression
control activation condition is satisfied, the suppression
degree of the acceleration command value is higher in the
case where the travel direction of the vehicle V is the
direction of the backward movement, than in the case where
the travel direction of the vehicle V is the direction of the
forward movement.

Furthermore, in the processing by the total certainty
degree calculation unit 40 of calculating the total certainty
degree in the present embodiment, the level of the parking
frame certainty degree is less easily increased in the case
where the travel direction of the vehicle V is the direction of
the forward movement, in comparison with the case where
the travel direction of the vehicle V is the direction of the
backward movement.

Therefore, in the state where the acceleration suppression
control activation condition is satisfied, the suppression
degree of the acceleration command value is higher in the
case where the travel direction of the vehicle V is the
direction of the backward movement, than in the case where
the travel direction of the vehicle V is the direction of the
forward movement.
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Furthermore, in the processing by the acceleration sup-
pression control start timing computing unit 42 of comput-
ing the acceleration suppression control start timing in the
present embodiment, the level of the parking frame certainty
degree is less easily increased in the case where the travel
direction of the vehicle V is the direction of the forward
movement, in comparison with the case where the travel
direction of the vehicle V is the direction of the backward
movement.

Therefore, in the state where the acceleration suppression
control activation condition is satisfied, the suppression
degree of the acceleration command value is higher in the
case where the travel direction of the vehicle V is the
direction of the backward movement, than in the case where
the travel direction of the vehicle V is the direction of the
forward movement.

Furthermore, in the processing by the acceleration sup-
pression control amount computing unit 44 of computing the
acceleration suppression control amount in the present
embodiment, the level of the parking frame certainty degree
is less easily increased in the case where the travel direction
of the vehicle V is the direction of the forward movement,
in comparison with the case where the travel direction of the
vehicle V is the direction of the backward movement.

Therefore, in the state where the acceleration suppression
control activation condition is satisfied, the suppression
degree of the acceleration command value is higher in the
case where the travel direction of the vehicle V is the
direction of the backward movement, than in the case where
the travel direction of the vehicle V is the direction of the
forward movement. It is to be noted that the shift position
sensor 20 and the shift position computing unit 10E
described above correspond to a vehicle travel direction
detection unit.

Furthermore, as described above, in the vehicle accelera-
tion suppression method according to the present embodi-
ment, the acceleration command value corresponding to the
manipulation amount of the accelerator pedal 32 is sup-
pressed in a lower suppression degree in the case where the
travel direction of the vehicle V is the direction of the
forward movement, than in the case of the backward move-
ment.

Effects of Second Embodiment

Hereinafter, effects of the present embodiment will be
described. According to the present embodiment, following
effects to be described below will be brought out, in addition
to the effects of the first embodiment.

(1) The shift position sensor 20 and the shift position
computing unit 10E detect the travel state of the vehicle. In
addition to this, the acceleration suppression control start
timing computing unit 42, the acceleration suppression
control amount computing unit 44, the acceleration suppres-
sion command value computing unit 10J, and the target
throttle opening degree computing unit 10K set the suppres-
sion degree of the acceleration command value to be lower
in the case where the travel direction of the vehicle V is the
direction of the forward movement, than in the case of the
backward movement. That is, the acceleration suppression
control start timing computing unit 42, the acceleration
suppression control amount computing unit 44, the accel-
eration suppression command value computing unit 10J, and
the target throttle opening degree computing unit 10K set the
suppression degree of the acceleration command value to be
higher in the case where the travel direction of the vehicle
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V is the direction of the backward movement, than in the
case of the forward movement.

Therefore, in the case where the travel direction of the

vehicle V is the direction of the forward movement in which
the driver easily recognizes a view in the travel direction, it
is possible to reduce the degradation in the drive perfor-
mance by setting the suppression degree of the acceleration
command value to be lower than in the case of the backward
movement in which the driver less easily recognizes the
view in the travel direction. Furthermore, in the case where
the travel direction of the vehicle V is the direction of the
backward movement in which the driver less easily recog-
nizes a view in the travel direction, it is possible to enhance
the acceleration suppression effect of the vehicle by setting
the suppression degree of the acceleration command value to
be higher than in the case of the forward movement in which
the driver easily recognizes the view in the travel direction.
As a result, it is possible to suppress the degradation in the
drive performance of the vehicle V at the time of parking,
and to suppress the acceleration of the vehicle V when the
accelerator pedal 32 is erroneously manipulated.
(2) In the vehicle acceleration suppression method according
to the present embodiment, the travel direction of the vehicle
V is detected and the acceleration command value is sup-
pressed in a lower suppression degree in the case where the
travel direction of the vehicle V is the direction of the
forward movement, than in the case of the backward move-
ment. Therefore, in the case where the travel direction of the
vehicle V is the direction of the forward movement in which
the driver easily recognizes a view in the travel direction, it
is possible to reduce the degradation in the drive perfor-
mance by setting the suppression degree of the acceleration
command value to be lower than in the case of the backward
movement in which the driver less easily recognizes the
view in the travel direction. Furthermore, in the case where
the travel direction of the vehicle V is the direction of the
backward movement in which the driver less easily recog-
nizes a view in the travel direction, it is possible to enhance
the acceleration suppression effect of the vehicle by setting
the suppression degree of the acceleration command value to
be higher than in the case of the forward movement in which
the driver easily recognizes the view in the travel direction.
As a result, it is possible to suppress the degradation in the
drive performance of the vehicle V at the time of parking,
and to suppress the acceleration of the vehicle V when the
accelerator pedal 32 is erroneously manipulated.

(Modifications)

(1) In the present embodiment, the level of the parking frame
certainty degree is less easily increased, and thus the sup-
pression degree of the acceleration command value is low in
the case where the travel direction of the vehicle V is the
direction of the forward movement, in comparison with the
case where the travel direction of the vehicle V is the
direction of the backward movement. However, the present
disclosure is not limited to this. That is, for example, the
setting of at least one of the parallel degree threshold, the
turning radius threshold, the first threshold, and the second
threshold may be changed to make the level of the parking
frame entering certainty degree less easily increased in the
case where the travel direction of the vehicle V is the
direction of the forward movement, in comparison with the
case where the travel direction of the vehicle V is the
direction of the backward movement. In this way, the level
of the parking frame entering certainty degree may be
calculated to be less easily increased such that the suppres-
sion degree of the acceleration command value is low in the
case where the travel direction of the vehicle V is the
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direction of the forward movement, in comparison with the
case where the travel direction of the vehicle V is the
direction of the backward movement.

(2) In the present embodiment, by setting the predefined
travel distance to be longer in the case where the travel
direction of the vehicle V is the direction of the forward
movement, than in the case where the travel direction of the
vehicle V is the direction of the backward movement, to
make the level of the parking frame certainty degree less
easily increased. However, the present disclosure is not
limited to this. That is, for example, in the processing of
determining whether or not the above-described four con-
ditions (C1 to C4) are satisfied, when the line La is broken
and the travel direction of the vehicle V is the direction of
the forward movement, the processing continues with the
line of four meters extended with a virtual line of two meters
or so. On the other hand, when the travel direction of the
vehicle V is the direction of the backward movement, the
processing continues with the line of five meters extended
with a virtual line of three meters or so. In this way, the level
of the parking frame certainty degree may be calculated to
be less easily increased in the case where the travel direction
of the vehicle V is the direction of the forward movement,
in comparison with the case where the travel direction of the
vehicle V is the direction of the backward movement.

(3) In the present embodiment, the travel direction of the
vehicle V is detected by using the shift position sensor 20
and the shift position computing unit 10E described above.
However, the present disclosure is not limited to this. That
is, for example, the vehicle V may include a longitudinal
acceleration sensor configured to detect acceleration in the
longitudinal direction of the vehicle body (vehicle longitu-
dinal direction) to detect the travel direction of the vehicle
V on the basis of the acceleration detected by the longitu-
dinal acceleration sensor.

(4) In the present embodiment, the acceleration suppression
control start timing and the acceleration suppression control
amount are computed on the basis of the total certainty
degree calculated the total certainty degree calculation unit
40. However, the present disclosure is not limited to this.
That is, the acceleration suppression control start timing and
the acceleration suppression control amount may be com-
puted on the basis of the parking frame certainty degree
calculated by the parking frame certainty degree calculation
unit 36 and whether the travel direction of the vehicle V is
the direction of the forward movement or the backward
direction. In this case, the acceleration suppression control
start timing and the acceleration suppression control amount
are computed by applying the parking frame certainty
degree on the acceleration suppression condition computing
map illustrated in FIG. 23. It is to be noted that FIG. 23 is
a view illustrating the modification of the present embodi-
ment.

Third Embodiment

Hereinafter, the third embodiment of the present disclo-
sure (hereinafter, referred to as “the present embodiment™)
will now be described with reference to the drawings.
(Configuration)

Firstly, the configuration of the vehicular acceleration
suppression device 1 according to the present embodiment
will be described, by using FIG. 24, and referring to FIG. 1
to FIG. 23. The vehicular acceleration suppression device 1
according to the present embodiment is similar to the
above-mentioned first embodiment except the processing
performed by the acceleration suppression control comput-
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ing unit 10I. Thus, the explanation for other than the
processing performed by the acceleration suppression con-
trol computing unit 101 may be omitted.

Furthermore, the wvehicular acceleration suppression
device 1 according to the present embodiment is similar to
the above-mentioned first embodiment in the processing
other than the processing performed by the parking frame
certainty degree calculation unit 36 and the total certainty
degree calculation unit 40, out of processing performed by
the acceleration suppression control computing unit 101, and
thus the explanation will be omitted.

In the processing of step S208, the parking frame certainty
degree calculation unit 36 in the present embodiment
receives an input of the steering angle signal, and determines
whether or not the travel state of the vehicle V is a turning
state to set the predefined travel distance on the basis of the
determination result. Then, on the basis of the predefined
travel distance set depending on whether or not the travel
state of the vehicle V is the turning state, the processing of
determining whether or not the satisfaction of the condition
is continuously verified in the processing of step S206 after
the processing of step S206 starts until the travel distance of
the vehicle V reaches a predefined travel distance, is per-
formed.

Note that the processing of determining whether or not the
travel state of the vehicle V is the turning state is performed,
for example, by referring to the manipulation amount (rota-
tion angle) from the neutral position of the steering wheel 28
included in the steering angle signal. Furthermore, it is
determined whether or not the rotation angle that has been
referred is larger than a predefined turning state determina-
tion threshold (90 degrees, for example). Then, when the
rotation angle that has been referred is larger than the turning
state determination threshold, it is determined that the
vehicle V is in the turning state.

It is to be noted that, the turning state determination
threshold is not limited to 90 degrees, and it may be changed
depending on the data of the vehicle V such as a brake
performance of the vehicle V. Furthermore, for example, it
may be changed depending on the local (national) traffic
regulation where the vehicle V travels.

Note that the processing of setting the predefined travel
distance set depending on whether or not the travel state of
the vehicle V is the turning state is preformed, by referring
to the steering angle signal received from the steering angle
computing unit 10C.

Furthermore, in the present embodiment, as an example,
a description will be also given of a case where the pre-
defined travel distance is set to 2.5 m when it is determined
that the travel state of the vehicle V is not the turning state,
and the predefined travel distance is set to 1 m when it is
determined that the travel state of the vehicle V is the turning
state.

It is to be noted that the above-mentioned predefined
travel distance is an example, and it may be changed
depending on the data of the vehicle V such as a brake
performance of the vehicle V. Furthermore, for example, it
may be changed depending on the local (national) traffic
regulation where the vehicle V travels.

Therefore, in the processing of step S208 in the present
embodiment, in the case where the travel state of the vehicle
V is the turning state, the level of the parking frame certainty
degree is less easily calculated as “level 1, in comparison
with the case where the travel state of the vehicle V is not
the turning state.

Furthermore, the total certainty degree calculation unit 40
in the present embodiment is configured to perform, for
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example, a processing similar to the above-mentioned pro-
cessing of the parking frame certainty degree calculation
unit 36 to determine whether or not the travel state of the
vehicle V is the turning state.

Furthermore, the total certainty degree calculation unit 40
in the present embodiment is configured to receive inputs of
the parking frame certainty degree signal and the parking
frame entering certainty degree signal, and to apply the
parking frame certainty degree included in the parking frame
certainty degree signal and the parking frame entering
certainty degree included in the parking frame entering
certainty degree signal on a total certainty degree calculation
map illustrated in FIG. 24. Then, the total certainty degree
is calculated on the basis of the parking frame certainty
degree and the parking frame entering certainty degree.

It is to be noted that FIG. 24 is a view illustrating the total
certainty degree calculation map used in the present embodi-
ment. Furthermore, similarly to FIG. 13, the parking frame
certainty degree is indicated as “frame certainty degree” and
the parking frame entering certainty degree is indicated as
“entering certainty degree” in FIG. 24.

Note that the total certainty degree calculation map used
by the total certainty degree calculation unit 40 in the present
embodiment is different from the total certainty degree
calculation map used by the total certainty degree calcula-
tion unit 40 in the first embodiment in that the level of the
total certainty degree changes depending on the determina-
tion result of whether or not the travel state of the vehicle V
is the turning state. It is to be noted that in a column of the
“entering certainty degree” in FIG. 24, the total certainty
degrees when it is determined that the vehicle V is not in the
turning state are indicated by “low non-turning state level”
and “high non-turning state level”. In addition to this, in a
column of the “entering certainty degree” in FIG. 24, the
total certainty degrees when it is determined that the vehicle
V is in the turning state are indicated by “low turning state
level” and “high turning state level”.

Furthermore, as illustrated in FIG. 24, the total certainty
degree calculation unit 40 in the present embodiment is
configured to calculate the total certainty degree when it is
determined that the vehicle V is in the turning state as being
equal to or higher than the total certainty degree when it is
determined that the vehicle V is not in the turning state.

In an example of processing by the total certainty degree
calculation unit 40 in the present embodiment of calculating
the total certainty degree, when the parking frame certainty
degree is “level 2” and the parking frame entering certainty
degree is “high non-turning state level”, the total certainty
degree is calculated as “low” as illustrated in FIG. 24. On the
other hand, when the parking frame certainty degree is
“level 2” and the parking frame entering certainty degree is
“high turning state level”, the total certainty degree is
calculated as “high” as illustrated in FIG. 21.

Therefore, in the present embodiment, the total certainty
degree is easily calculated to be higher level in the case
where the vehicle V is in the turning state, than in the case
where the vehicle V is not in the turning state Accordingly,
in the present embodiment, the suppression degree of the
acceleration command value is higher in the case where the
vehicle V is in the turning state, than in the case where the
vehicle V is not in the turning state.

(Operation)

Next, referring to FIG. 1 to FIG. 24, an example of an
operation performed by using the vehicular acceleration
suppression device 1 in the present embodiment will be
described. It is to be noted that the explanation for the
operation similar to that in the above-mentioned first
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embodiment may be omitted. In the example of the opera-
tion described below, similarly to the above-mentioned first
embodiment, an example in which the vehicle V moving in
a parking space enters the parking frame [0 selected by the
driver will be described.

While the vehicle V is traveling, the parking frame
certainty degree calculation unit 36 calculates the parking
frame certainty degree, and the parking frame entering
certainty degree calculation unit 38 calculates the parking
frame entering certainty degree. Then, the total certainty
degree calculation unit 40 calculates the total certainty
degree on the basis of the parking frame certainty degree and
the parking frame entering certainty degree.

Furthermore, while the vehicle V is traveling, on the basis
of the total certainty degree calculated by the total certainty
degree calculation unit 40, the acceleration suppression
control start timing computing unit 42 computes the accel-
eration suppression control start timing and the acceleration
suppression control amount computing unit 44 computes the
acceleration suppression control amount.

Then, when it is determined that the vehicle V enters the
parking frame L0 and it is determined that the acceleration
suppression control activation condition is satisfied, the
acceleration suppression command value computing unit
10J outputs the acceleration suppression command value
signal to the target throttle opening degree computing unit
10K. Furthermore, the target throttle opening degree com-
puting unit 10K outputs the target throttle opening degree
signal to the engine controller 12.

Note that, in the processing by the total certainty degree
calculation unit 40 of calculating the total certainty degree in
the present embodiment, the level of the total certainty
degree is easily calculated to be higher level in the case
where the vehicle V is in the turning state, than in the case
where the vehicle V is not in the turning state.

Therefore, in the state where the acceleration suppression
control activation condition is satisfied, the suppression
degree of the acceleration command value is higher in the
case where the vehicle V is in the turning state, than in the
case where the vehicle V is not in the turning state. It is to
be noted that the steering angle sensor 18 and the steering
angle computing unit 10C described above correspond to a
vehicle turning state detection unit.

Furthermore, as described above, in the vehicle accelera-
tion suppression method according to the present embodi-
ment, the acceleration command value corresponding to the
manipulation amount of the accelerator pedal 32 is sup-
pressed in a lower suppression degree in the case where the
turning state of the vehicle V is not detected, than in the case
where the turning state of the vehicle V is detected.

Effects of Third Embodiment

Hereinafter, effects of the present embodiment will be
described. According to the present embodiment, following
effects to be described below will be brought out, in addition
to the effects of the first embodiment.

(1) The steering angle sensor 18 and the steering angle
computing unit 10C detect whether or not the vehicle V is
in the turning state. In addition to this, the acceleration
suppression control start timing computing unit 42, the
acceleration suppression control amount computing unit 44,
the acceleration suppression command value computing unit
10J, and the target throttle opening degree computing unit
10K set the suppression degree of the acceleration command
value to be lower in the case where the vehicle V is not in
the turning state, than in the case where the vehicle V is in
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the turning state. That is, the acceleration suppression con-
trol start timing computing unit 42, the acceleration sup-
pression control amount computing unit 44, the acceleration
suppression command value computing unit 10J, and the
target throttle opening degree computing unit 10K set the
suppression degree of the acceleration command value to be
higher in the case where the vehicle V is in the turning state,
than in the case where the vehicle V is not in the turning
state.

Therefore, in the case where the travel state is a straight
state in which the driver often intends to accelerate, it is
possible to reduce the degradation in the drive performance
by setting the suppression degree of the acceleration com-
mand value to be lower than in the case of the turning state
in which the driver does not often intends to accelerate.
Furthermore, in the case where the travel state is the turning
state in which the driver does not often intends to accelerate,
it is possible to enhance the acceleration suppression effect
of the vehicle V by setting the suppression degree of the
acceleration command value to be higher than in the case of
the straight state in which the driver often intends to accel-
erate. As a result, it is possible to suppress the degradation
in the drive performance of the vehicle V at the time of
parking, and to suppress the acceleration of the vehicle V
when the accelerator pedal 32 is erroneously manipulated.
(2) In the in the vehicle acceleration suppression method
according to the present embodiment, it is detected whether
or not the vehicle V is in the turning state. The acceleration
command value is suppressed in a lower suppression degree
in the case where the turning state of the vehicle V is not
detected, than in the case where the turning state of the
vehicle V is detected.

Therefore, in the case where the travel state is the straight
state in which the driver often intends to accelerate, it is
possible to reduce the degradation in the drive performance
by setting the suppression degree of the acceleration com-
mand value to be lower than in the case of the turning state
in which the driver does not often intends to accelerate.
Furthermore, in the case where the travel state is the turning
state in which the driver does not often intends to accelerate,
it is possible to enhance the acceleration suppression effect
of the vehicle by setting the suppression degree of the
acceleration command value to be higher than in the case of
the straight state in which the driver often intends to accel-
erate. As a result, it is possible to suppress the degradation
in the drive performance of the vehicle V at the time of
parking, and to suppress the acceleration of the vehicle V
when the accelerator pedal 32 is erroneously manipulated.

(Modification)

(1) In the present embodiment, the level of the total certainty
degree is easily calculated to be higher and thus the sup-
pression degree of the acceleration command value is higher
in the case where the case where the vehicle is in the turning
state, than in the case where the vehicle is not in the turning
state. However, the present disclosure is not limited to this.
That is, for example, the acceleration suppression control
start timing and the acceleration suppression control amount
may be changed to make the suppression degree of the
acceleration command value higher in the case where the
vehicle is in the turning state, than in the case where the
vehicle is not in the turning state. Furthermore, for example,
the level of the parking frame certainty degree or the parking
frame entering certainty degree may be easily calculated to
be higher and thus the suppression degree of the acceleration
command value may be higher in the case where the case
where the vehicle is in the turning state, than in the case
where the vehicle is not in the turning state.
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(2) In the present embodiment, the turning state determina-
tion threshold is set to a value (90 degrees, for example)
corresponding to the rotation angle of the steering wheel 28.
However, the turning state determination threshold is not
limited to this. That is, the vehicle V may have a configu-
ration including a yaw rate sensor configured to detect the
yaw rate of the vehicle V. The turning state determination
threshold may be set to a value (100 R, for example)
corresponding to the yaw rate of the vehicle V. Furthermore,
the vehicle V may have a configuration including a turning
angle sensor configured to detect the turning angle of the
turning wheels (the front right wheel WFR and the front left
wheel WFL, for example). The turning state determination
threshold may be set to a value (6 degrees, for example)
corresponding to the turning angle of the turning wheels.
(3) In the present embodiment, the acceleration suppression
control start timing and the acceleration suppression control
amount are computed on the basis of the total certainty
degree calculated the total certainty degree calculation unit
40. However, the present disclosure is not limited to this.
That is, the acceleration suppression control start timing and
the acceleration suppression control amount may be com-
puted on the basis of the parking frame certainty degree
calculated by the parking frame certainty degree calculation
unit 36 and the determination of whether or not the vehicle
V is in the turning state. In this case, the acceleration
suppression control start timing and the acceleration sup-
pression control amount are computed by applying the
parking frame certainty degree on the acceleration suppres-
sion condition computing map illustrated in FIG. 25. It is to
be noted that FIG. 25 is a view illustrating the modification
of the present embodiment. Furthermore, when the travel
state of the vehicle V is the turning state in a situation using
the acceleration suppression condition computing map illus-
trated in FIG. 25, the acceleration suppression control start
timing and the acceleration suppression control amount may
be computed, for example, by using an acceleration sup-
pression condition computing map similar to that illustrated
in FIG. 22.

Fourth Embodiment

Hereinafter, the fourth embodiment of the present disclo-
sure (hereinafter, referred to as “the present embodiment™)
will now be described with reference to the drawings.
(Configuration)

Firstly, the configuration of the vehicular acceleration
suppression device 1 according to the present embodiment
will be described, by using FIG. 26, and referring to FIG. 1
to FIG. 25. The vehicular acceleration suppression device 1
according to the present embodiment is similar to the
above-mentioned first embodiment except the processing
performed by the acceleration suppression control comput-
ing unit 10I. Thus, the explanation for other than the
processing performed by the acceleration suppression con-
trol computing unit 101 may be omitted.

Furthermore, the wvehicular acceleration suppression
device 1 according to the present embodiment is similar to
the above-mentioned first embodiment in the processing
other than the processing performed by the acceleration
suppression activation condition determination unit 34 and
the total certainty degree calculation unit 40, out of process-
ing performed by the acceleration suppression control com-
puting unit 101, and thus the explanation will be omitted.

In the processing of step S106, the acceleration suppres-
sion activation condition determination unit 34 in the present
embodiment determines which of predestined plural thresh-
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old vehicle speed regions the vehicle speed of the vehicle V
matches. Then, after the processing of step S106, the pro-
cessing performed by the acceleration suppression activa-
tion condition determination unit 34 in the present embodi-
ment proceeds to step S108.

It is to be noted that, in the present embodiment, as an
example, a description will be also given of a case where
four regions are set as the plural threshold vehicle speed
regions, as illustrated in FIG. 26. Furthermore, FIG. 26 is a
view illustrating a map used in processing performed by the
acceleration suppression control computing unit 101 in the
present embodiment, and illustrates a relationship between
the vehicle speed and the control.

Note that the four threshold speed regions include the first
vehicle speed region equal to 0 km/h, the second vehicle
speed region equal to or higher than 0 km/h and equal to or
lower than 15 km/h, the third vehicle speed region higher
than 15 km/h and equal to or lower than 20 km/h and the
fourth vehicle speed region higher than 20 km/h.

Next, in the above-mentioned step S118, the acceleration
suppression activation condition determination unit 34 in the
present embodiment changes a condition by which it is
determined that the vehicle V enters a parking frame, on the
basis of the threshold vehicle speed region determined as
matching the vehicle speed of the vehicle V in step S106. It
is to be noted that, in FIG. 26, the condition by which it is
determined that the vehicle V enters the parking frame is
used as a condition of starting the acceleration suppression
control and indicated as “control start” in a column of the
“control”.

In a specific example of the processing of changing the
condition by which it is determined that the vehicle V enters
the parking frame, when the vehicle speed of vehicle is in the
first vehicle speed region or the second vehicle speed region,
the acceleration suppression activation condition determi-
nation unit 34 performs a processing of setting the setting
values in the above-mentioned condition A in the same
manner as the above-mentioned first embodiment. Note that
the setting value in the condition A is at least one of the
redefined steering angle, the predefined time, the predefined
angle, and predefined distance, described above. It is to be
noted that, in FIG. 26, a symbol “0” indicate situations
where the setting values in the conditions (Al to A3) is set
in the same manner as the above-mentioned first embodi-
ment.

On the other hand, when the vehicle speed of the vehicle
V is in the third vehicle speed region or the fourth vehicle
speed region, the setting values in the condition A are
changed such that it is less easily determined that the vehicle
V enters the parking frame in comparison with the first
embodiment. This is performed, for example, by changing
the predefined value in the condition Al to be longer than
that in the first embodiment. It is to be noted that, in FIG. 26,
a situation where the setting values in the condition A is
changed such that it is less easily determined that the vehicle
V enters the parking frame in comparison with the first
embodiment, is indicated as “control start condition is
regulated”.

Furthermore, in the situation where the acceleration sup-
pression control is activated, the acceleration suppression
activation condition determination unit 34 in the present
embodiment changes a condition for continuing the active
acceleration suppression control, on the basis of the thresh-
old vehicle speed region determined as matching the vehicle
speed of the vehicle V in step S106. It is to be noted that, in
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FIG. 26, the condition for continuing the active acceleration
suppression control is indicated as “control continuation”, in
a column of the “control”.

In a specific example of the processing of changing the
condition for continuing the active acceleration suppression
control, when the vehicle speed of the vehicle V is in a
region other than the fourth vehicle speed region, the accel-
eration suppression activation condition determination unit
34 performs a processing of continuing the active accelera-
tion suppression control. It is to be noted that, in FIG. 26, as
symbol “0” indicates situations continuing the active accel-
eration suppression control.

On the other hand, when the vehicle speed of the vehicle
V is in the fourth vehicle speed region, the acceleration
suppression activation condition determination unit 34 per-
forms a processing of making the active acceleration sup-
pression control easy to be terminated, for example, by
changing the setting values in the condition A such that it is
less easily determined that the vehicle V enters the parking
frame in comparison with the first embodiment. It is to be
noted that, in FIG. 26, a situation where the active accel-
eration suppression control is easily terminated as “control
termination condition is relaxed”.

Furthermore, the total certainty degree calculation unit 40
in the present embodiment is configured to receive an input
of the vehicle speed computed value and to perform a
processing, which is similar to the processing performed by
the acceleration suppression activation condition determi-
nation unit 34, of determining which of the threshold vehicle
speed regions the vehicle speed of the vehicle V matches. It
is to be noted that, in the processing by the total certainty
degree calculation unit 40 of determining which of the
threshold vehicle speed regions the vehicle speed of the
vehicle V matches, the processing result by the acceleration
suppression activation condition determination unit 34 may
be used.

Then, the total certainty degree calculation unit 40 in the
present embodiment is configured to perform of calculating
the total certainty degree on the basis of the parking frame
certainty degree and the parking frame entering certainty
degree, and of changing the level of the total certainty
degree on the basis of the threshold vehicle speed regions
matching the vehicle speed of the vehicle V. It is to be noted
that, in FIG. 26, the processing of changing the level of the
total certainty degree is indicated as “certainty degree” in a
column of the “control”

In a specific example of the processing of changing the
level of the total certainty degree, when the vehicle speed of
the vehicle V in the first vehicle speed region or the second
vehicle speed region, the total certainty degree calculation
unit 40 performs a processing of maintains the level of the
total certainty degree calculated on the basis of the parking
frame certainty degree and the parking frame entering
certainty degree. It is to be noted that, in FIG. 26, a symbol
“~” indicates a situation where the level of the total certainty
degree calculated on the basis of the parking frame certainty
degree and the parking frame entering certainty degree is
maintained.

On the other hand, in a state where the vehicle speed of
the vehicle V in the third vehicle speed region, the total
certainty degree calculation unit 40 performs a processing of
maintains the level of the total certainty degree calculated on
the basis of the parking frame certainty degree and the
parking frame entering certainty degree, when the accelera-
tion suppression control is activated. It is to be noted that, in
FIG. 26, a situation where the level of the total certainty
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degree is maintained when the acceleration suppression
control is activated is indicated as “certainty degree is
maintained during control”

Furthermore, in a state where the vehicle speed of the
vehicle V in the third vehicle speed region, the total certainty
degree calculation unit 40 performs a processing of decrease
the level of the total certainty degree calculated on the basis
of the parking frame certainty degree and the parking frame
entering certainty degree (for example, decreasing the level
by one stage), when the acceleration suppression control is
not activated. It is to be noted that, in FIG. 26, a situation
where the level of the total certainty degree is decreased
when the acceleration suppression control is not activated is
indicated as “certainty degree is decreased other than during
control”.

Furthermore, in a state where the vehicle speed of the
vehicle V in the fourth vehicle speed region, the total
certainty degree calculation unit 40 performs a processing of
decrease the level of the total certainty degree calculated on
the basis of the parking frame certainty degree and the
parking frame entering certainty degree (for example,
decreasing the level by one stage) regardless of whether or
not the acceleration suppression control is activated. It is to
be noted that, in FIG. 26, a situation where the level of the
total certainty degree is decreased regardless of whether or
not the acceleration suppression control is activated is
indicated as “certainty degree is decreased across the board”.

Therefore, in the present embodiment, the total certainty
degree is easily calculated as a lower level, as the vehicle
speed of the vehicle V is higher. In this way, in the present
embodiment, the acceleration command value is suppressed
in a higher suppression degree, as the vehicle speed of the
vehicle V is lower.

(Operation)

Next, referring to FIG. 1 to FIG. 26, an example of an
operation performed by using the vehicular acceleration
suppression device 1 in the present embodiment will be
described. It is to be noted that the explanation for the
operation similar to that in the above-mentioned first
embodiment may be omitted. In the example of the opera-
tion described below, similarly to the above-mentioned first
embodiment, an example in which the vehicle V moving in
a parking space enters the parking frame [0 selected by the
driver will be described.

While the vehicle V is traveling, the parking frame
certainty degree calculation unit 36 calculates the parking
frame certainty degree, and the parking frame entering
certainty degree calculation unit 38 calculates the parking
frame entering certainty degree. Then, the total certainty
degree calculation unit 40 calculates the total certainty
degree on the basis of the parking frame certainty degree and
the parking frame entering certainty degree.

Furthermore, while the vehicle V is traveling, on the basis
of the total certainty degree calculated by the total certainty
degree calculation unit 40, the acceleration suppression
control start timing computing unit 42 computes the accel-
eration suppression control start timing and the acceleration
suppression control amount computing unit 44 computes the
acceleration suppression control amount.

Then, when it is determined that the vehicle V enters the
parking frame L0 and it is determined that the acceleration
suppression control activation condition is satisfied, the
acceleration suppression command value computing unit
10J outputs the acceleration suppression command value
signal to the target throttle opening degree computing unit
10K. Furthermore, the target throttle opening degree com-
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puting unit 10K outputs the target throttle opening degree
signal to the engine controller 12.

Note that, in the present embodiment, in the processing by
the total certainty degree calculation unit 40 of calculating
the total certainty degree, the total certainty degree is easily
calculated as a lower level, as the vehicle speed of the
vehicle V is higher. Therefore, in the state where the
acceleration suppression control activation condition is sat-
isfied, the acceleration command value is suppressed in a
higher suppression degree, as the vehicle speed of the
vehicle V is lower. It is to be noted that the wheel speed
sensor 16 and the vehicle speed computing unit 10B corre-
spond a vehicle speed detection unit.

Furthermore, as described above, in the vehicle accelera-
tion suppression method according to the present embodi-
ment, the acceleration command value corresponding to the
manipulation amount of the accelerator pedal 32 is sup-
pressed in a lower suppression degree, as the vehicle speed
of the vehicle V is higher.

Effects of Fourth Embodiment

Hereinafter, effects of the present embodiment will be
described. According to the present embodiment, following
effects to be described below will be brought out, in addition
to the effects of the first embodiment.

(1) The wheel speed sensor 16 and the vehicle speed
computing unit 10B detect the vehicle speed of the vehicle
V. In addition to this, the acceleration suppression control
start timing computing unit 42, the acceleration suppression
control amount computing unit 44, the acceleration suppres-
sion command value computing unit 10J, the target throttle
opening degree computing unit 10K suppress the accelera-
tion command value in a lower suppression degree, as the
vehicle speed of the vehicle is higher. That is, the accelera-
tion suppression control start timing computing unit 42, the
acceleration suppression control amount computing unit 44,
the acceleration suppression command value computing unit
10J, the target throttle opening degree computing unit 10K
suppress the acceleration command value in a higher sup-
pression degree, as the vehicle speed of the vehicle is lower.

Therefore, in the case where the vehicle speed of the
vehicle V is high and the driver highly likely not to intend
to park the vehicle V, the suppression degree of the accel-
eration command value is set to be lower than in the case
where the vehicle speed of the vehicle V is low and the
driver highly likely to intend to park the vehicle V. Thus, it
is possible to reduce the degradation in the drive perfor-
mance. Furthermore, in the case where the vehicle speed of
the vehicle V is low and the driver highly likely to intend to
park the vehicle V, the suppression degree of the acceleration
command value is set to be higher than in the case where the
vehicle speed of the vehicle V is high and the driver highly
likely not to intend to park the vehicle V. Thus, it is possible
to enhance the acceleration suppression effect of the vehicle
V. As aresult, it is possible to suppress the degradation in the
drive performance of the vehicle V at the time of parking,
and to suppress the acceleration of the vehicle V when the
accelerator pedal 32 is erroneously manipulated.

(2) In the in the vehicle acceleration suppression method
according to the present embodiment, the acceleration com-
mand value is suppressed in a lower suppression degree, as
the vehicle speed of the vehicle V is higher. Therefore, in the
case where the vehicle speed of the vehicle V is high and the
driver highly likely not to intend to park the vehicle V, the
suppression degree of the acceleration command value is set
to be lower than in the case where the vehicle speed of the
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vehicle V is low and the driver highly likely to intend to park
the vehicle V. Thus, it is possible to reduce the degradation
in the drive performance. Furthermore, in the case where the
vehicle speed of the vehicle V is low and the driver highly
likely to intend to park the vehicle V, the suppression degree
of the acceleration command value is set to be higher than
in the case where the vehicle speed of the vehicle V is high
and the driver highly likely not to intend to park the vehicle
V. Thus, it is possible to enhance the acceleration suppres-
sion effect of the vehicle V. As a result, it is possible to
suppress the degradation in the drive performance of the
vehicle V at the time of parking, and to suppress the
acceleration of the vehicle V when the accelerator pedal 32
is erroneously manipulated.

(Modifications)

(1) In the present embodiment, the level of the total certainty
degree is easily calculated to be lower and thus the suppres-
sion degree of the acceleration command value is lower, as
the vehicle speed of the vehicle V is higher. However, the
present disclosure is not limited to this. That is, for example,
the acceleration suppression control start timing and the
acceleration suppression control amount may be changed to
make the suppression degree of the acceleration command
value lower, as the vehicle speed of the vehicle V is higher.
Furthermore, for example, the level of the parking frame
certainty degree or the parking frame entering certainty
degree may be easily calculated to be lower and thus the
suppression degree of the acceleration command value may
be higher, as the vehicle speed of the vehicle V is higher.
(2) In the present embodiment, the four regions are set as the
plural threshold vehicle speed regions, however, the present
disclosure is not limited to this. Two regions, three regions,
or five or more regions may be set as the plural threshold
vehicle speed regions. Furthermore, the predefined speeds of
the respective threshold vehicle speed regions are not lim-
ited to the above-mentioned speeds. For example, they may
be set or changed depending on the data of the vehicle V
such as a brake performance of the vehicle V.

While a limited number of embodiments have been
described with illustration herein, it should be apparent that
the present disclosure is not limited to them and modifica-
tions and adaptations to each of the embodiments on the
basis of the above disclosure may occur to one skilled in the
art.

The invention claimed is:

1. A vehicular acceleration suppression device for sup-
pressing acceleration of a vehicle which depends on a
manipulation amount of a drive force instruction manipula-
tion element manipulated by a driver to instruct a drive force
to control suppression of the drive force, the vehicular
acceleration suppression device comprising:

a drive force manipulation amount detection unit config-
ured to detect a drive force manipulation amount which
is the manipulation amount of the drive force instruc-
tion manipulation element;

an acceleration control unit configured to control the
acceleration of the vehicle depending on the drive force
manipulation amount detected by the drive force
manipulation amount detection unit;

a surrounding environment recognition unit configured to
recognize a parking frame around the vehicle based on
an image captured by a camera provided on the vehicle;

a vehicle speed detection unit configured to detect a
vehicle speed of the vehicle;

a parking frame certainty degree calculation unit config-
ured to calculate a parking frame certainty degree
indicative of a degree of certainty about a presence of
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the parking frame in a travel direction of the vehicle
based on the parking frame recognized by the surround-
ing environment recognition unit; and

an acceleration suppression unit configured to suppress
the acceleration controlled by the acceleration control
unit based on the parking frame certainty degree cal-
culated by the parking frame certainty degree calcula-
tion unit and the vehicle speed detected by the vehicle
speed detection unit, wherein

the acceleration suppression unit is configured to set a
suppression degree of the acceleration to be lower as
the vehicle speed detected by the vehicle speed detec-
tion unit is higher.

2. The vehicular acceleration suppression device accord-

ing to claim 1, further comprising:

a vehicle travel state detection unit configured to detect a
travel state of the vehicle;

a parking frame entering certainty degree calculation unit
configured to calculate a parking frame entering cer-
tainty degree indicative of a degree of certainty about
whether the vehicle enters the parking frame based on
the environment recognized by the surrounding envi-
ronment recognition unit and the travel state detected
by the vehicle travel state detection unit; and

a total certainty degree calculation unit configured to
calculate a total certainty degree indicative of a total
degree of the certainty of the parking frame certainty
degree and the parking frame entering certainty degree
based on the parking frame certainty degree calculated
by the parking frame certainty degree calculation unit
and the parking frame entering certainty degree calcu-
lated by the parking frame entering certainty degree
calculation unit, wherein

the acceleration suppression unit is configured to set the
suppression degree of the acceleration to be lower
when the total certainty degree calculated by the total
certainty degree calculation unit is lower than when the
total certainty degree is higher.

3. The vehicular acceleration suppression device accord-

ing to claim 1, further comprising:

a vehicle current position detection unit configured to
detect a current position of the vehicle; and

a vehicle travel road type detection unit configured to
detect a road type of a road on which the vehicle
travels, wherein

the parking frame certainty degree calculation unit is
configured to calculate the parking frame certainty
degree by using the current position detected by the
vehicle current position detection unit and the road type
detected by the vehicle travel road type detection unit.

4. The vehicular acceleration suppression device accord-
ing to claim 1, wherein the acceleration suppression unit is
configured to decrease the suppression degree of the accel-
eration by delaying an acceleration suppression control start
timing which is a start timing of the suppression of the
acceleration controlled by the acceleration control unit.

5. The vehicular acceleration suppression device accord-
ing to claim 1, wherein the acceleration suppression unit is
configured to decrease the suppression degree of the accel-
eration by decreasing an acceleration suppression control
amount which is a control amount for suppressing the
acceleration controlled by the acceleration control unit.

6. A vehicular acceleration suppression method for sup-
pressing acceleration of a vehicle which depends on a
manipulation amount of a drive force instruction manipula-
tion element manipulated by a driver to instruct a drive force
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to control suppression of the drive force, the vehicular
acceleration suppression method comprising:
detecting a drive force manipulation amount which is the
manipulation amount of the drive force instruction
manipulation element, and a vehicle speed of the
vehicle;
recognizing a parking frame around the vehicle based on
an image captured by a camera provided on the vehicle;
calculating a parking frame certainty degree indicative of
a degree of certainty about a presence of the parking
frame in a travel direction of the vehicle based on the
parking frame which has been recognized; and
suppressing the acceleration of the vehicle, which is
controlled depending on the drive force manipulation
amount which has been detected, in a lower suppres-
sion degree as the vehicle speed which has been
detected is higher.
7. The vehicular acceleration suppression method accord-
ing to claim 6, further comprising:
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detecting a travel state of the vehicle;

calculating a parking frame entering certainty degree
indicative of a degree of certainty about whether the
vehicle enters the parking frame based on the environ-
ment which has been recognized and the travel state
which has been detected;

calculating a total certainty degree indicative of a total
degree of the certainty of the parking frame certainty
degree and the parking frame entering certainty degree
based on the parking frame certainty degree and the
parking frame entering certainty degree which has been
calculated, wherein

the acceleration is suppressed in a lower suppression
degree when the total certainty degree which has been
calculated is lower than when the total certainty degree
is higher.



